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THE RAILROAD “GUARANTEE” 

We despair of some of our statesmen in Washing- 
ton ever being able to understand or admit that the 
transportation act of 1920 does not guarantee a certain 
percentage of net return to the railroads. Only this 
week Senator Gooding, in debate on farm legislation, 
made again the time-worn charge that Congress had 
legislated prosperity to the railroads by giving them a 
“guaranty of five and three-quarters percent on their 
investment,” and Senator Blaine said the transportation 
act had, in effect, guaranteed the railroads a return of 
six percent. In the first place, these gentlemen are off 
on their figures. The so-called “guaranty” is five and 
three-quarters percent on their valuation for rate making 
purposes, and not on their investment, as Senator Good- 
ing says, and it is five and three-quarters percent, and 
not six percent, as Senator Blaine says. In the second 
place, it is not a guaranty, as everybody who understands 
the thing and is honest knows and will admit. The 
proof of this is that the railroads have not obtained it, 
there seems to be no disposition to give it to them, and 
they seem to think there is nothing they can do about 
it if it is not given to them. A guaranty is something 
that can be collected. 

It is true that Congress did, in a way, legislate pros- 
perity to the railroads in the transportation act, if what 
is meant is that it established by statute the policy that 
the railroads were to have adequate revenue. Whether 
what they are getting is adequate or not is a question 
and, if it is not, of course prosperity, or adequate pros- 
perity, has not been legislated to them. Even those who 
are proposing to amend section 15a by taking out the 
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percentage on valuation provision and substituting a 
mere direction to the Commission to make rates that 
will produce adequate revenue, are in favor, if we may 
judge by what they say, of legislating prosperity to the 
railroads. They are only opposed to a definite measure 
of what the adequacy shall be. 

The difference, of course, between legislating pros- 
perity to the railroads and doing the same thing for the 
farmers is that the railroads are strictly regulated, and 
where we regulate an industry in this fashion we, of 
course, must assume the responsibility of seeing that the 
regulation does not cause poverty but permits prosper- 
ity, in order that the commerce of the nation may not 
suffer. The farmers are not regulated, nor do they wish 
to be. Hence, there is no responsibility on the part of 
government to bring prosperity to them through legisla- 
tion, however desirable their prosperity may be or how- 
ever proper it may be to enact laws that will enable them 
to prosper. Consider how ridiculous it would be made 
to appear if the railroads were not subject to government 
regulation and yet it was proposed that Congress should 
make rates that would assure them an adequate revenue! 
How many men in Congress would support such a 
measure ? 


CONGRESS AND TRANSPORTATION : 

The end of the long session of the Seventieth Con- 
gress is approaching with the outlook doubtful as to 
final action on major transportation legislative proposals. 
The expectation is that Congress will adjourn about the 
first week in June in order that members may attend 
the political conventions to be held shortly thereafter. 
In the meantime, the legislative situation may become 
such that no final action will be taken before adjourn- 
ment on important transportation legislation. One ex- 
ception—if there is any—will be; it is believed, with 
respect to the government barge line expansion legisla- 
tion. Advocates of taking more money from the federal 
treasury for the barge line “experiment” are effectively 
organized and are drawing support from both the major 
political parties. We have heard that the word is being 
passed around that, if the barge line bill does not pass, 
there will be no chance for passage of a railroad consol- 
idation bill. If the barge line expansion legislation 
could be blocked by giving up the consolidation bill, we 
do not know but that it would be worth the price, de- 
sirable as consolidation legislation may be. If the barge 
line bill becomes law, government ownership and opera- 
tion of transportation facilities on the inland waterways 
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will be indefinitely continued and, what is more, addi- 
tional money will be asked for from time to time as the 
“demonstration” is extended to this waterway and that 
waterway. Passage of the barge line bill will establish 
a precedent that may have a profound effect on the 
future transportation policy of the country. The issue 
involved is, we believe, of more importance than that 
raised by consolidation legislation. 


Because of the “pork barrel” characteristics of the 
barge line bill, however, we should say that it probably 
will become law regardless of what is done, with the 
railroad consolidation bill. As to the latter measure, 
we understand that an effort is to be made to get the 
Parker voluntary consolidation bill through the House 
before adjournment. If that effort is successful within 
the next few weeks, there will be time for action on the 
bill in the Senate—if the Senate interstate commerce 
committee, in the meantime, should facilitate matters by 
approving the Parker bill. The Senate committee has 
done practically nothing with the subject at this session. 
A few hearings at which a few senators were present 
were held. In an effort to expedite consideration of the 
subject, Senator Fess was delegated to take charge of 
the consolidation bill. It is understood that he, as well 
as Chairman Watson, of the committee, are anxious for 
the Senate to take up consolidation legislation at this 
session, but it has been apparent that there is little con- 
cern in the Senate or even in its interstate commerce 
committee with respect to the matter. In view of that 
situation, anything may happen in the Senate. The con- 
solidation bill might be favorably reported and passed 
in the twinkling of an eye—just as the flood control bill 
was passed recently. We should say, however, that 
there is just a chance that the consolidation bill will be 
passed by the Senate at this session if the House passes 
it first. Some apprehension exists, we understand, that 
the Democrats may make a party issue of the consolida- 
tion bill-and oppose it. It is believed that, if that is 
done, the bill will be doomed so far as this session is 
concerned. Representative Rayburn, of Texas, ranking 
minority member of the House committee on interstate 
and foreign commerce, and five other Democratic mem- 
bers of the committee, voted against the Parker bill. 

It will not be surprising if the Senate passes the 
Gooding long-and-short-haul bill. Senators who made 
the fight against the Gooding bill in the last session of 
Congress, we understand, are discouraged because the 
Senate interstate commerce committee, without hearings 
and after only a few minutes of consideration of the bill, 
favorably reported it. Among others, National Indus- 
trial Traffic League representatives, we are advised, 
asked for hearings on the Gooding bill. They assumed 
that hearings would be held. The procedure followed 
by this committee on proposed. legislation will not be 
changed, however, until the public makes effective pro- 
test against its methods. With the situation in the Sen- 
ate as it is with respect to the Gooding bill, opponents 
of the measure, we understand, look to the House com- 
mittee on interstate and foreign commerce at least to 
hold hearings if the Senate passes it. The House com- 
mittee has been looked to before to deal properly with 
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undesirable legislation. We think that part of the public 
directly interested in transportation legislation, however, 
should not rely wholly on the House committee to save 
the country from unsound transportation legislation, but 
should demand that the Senate interstate commerce com- 
mittee assume more responsibility than that of simply 
paving the way for the “passing of the buck” to the © 
House committee. It is common talk that the Senate in- 
terstate commerce committee, as a matter of “courtesy,” 
permits members to report favorably bills in which they 
are interested. The result of such procedure is that the 
House committee, if the “courtesy” bills are passed by 
the Senate, must bear the brunt of making careful in- 
quiry into the proposed legislation. The Gooding bill 
may pass the Senate, but it probably will not be brought 
up in the House for final action at this session. 

The indications are.that proposals to amend section 
15-a, of the interstate commerce act, will not be seri- 
ously considered at this session with a view to final 
action. It will be practically out of the question for 
the interstate commerce committees to hold hearings and 


report on the section 15-a bill at this session, though 


the Senate committee may permit one of_its “courtesy” 
reports to be made. The Senate recently passed the 


Pittman bill, favored by short lines, providing for ex- 


emption of designated classes of short lines from the 
recapture clause of section 15-a, but no action has been 
taken by the House committee on this bill. 

Hearings were begun this week before the House 
committee on proposed legislation providing for regula- 
tion of the motor bus in interstate commerce. Advocates 
of this legislation hope, we understand, to get action, if 
possible, in the House at this session, and final action 
in the Senate at the short session that will begin in De- 
cember. Apparently no effort will be made at this time 
to subject the motor truck in interstate commerce to 
federal regulation. The theory of some of those sup- 
porting bus legislation is understood to be that, in view 
of opposition to truck regulation, a start may be made 
with respect to the bus, and that, if both the bus and 
truck were included, the legislation probably would be 
blocked. i 

Criticism of the Commission on account of its de- 
cisions in the lake cargo coal cases has been reflected in 
the introduction of several bills drafted, apparently, 
with a view to restricting the power of the Commission 
in the matter of rate regulation to the end that it could 
not interfere with proposed rate reductions such as were 
involved in the lake cargo coal suspension case. It is 
not believed that Congress will pass such legislation at 
this session, chiefly because at least one of the inter- 
state commerce committees of Congress would hold hear- 
ings on measures raising issues of the importance of those 
embodied in the bills under discussion, and, assuming 
that Congress will adjourn early in June, there would 
not, in all probability, be time for bringing the proposals 
up for final action. 

There is a possibility, it ig understood, of enactment 
of merchant marine legislation at. this session. The 
House committee on merchant marine and fisheries has 
reached agreement on a bill to provide aid for the mer- 
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chant marine under private ownership and operation 
through government loans for the construction of ships, 
liberal mail contracts, and other so-called indirect aids 
designed to enable the American steamship operator to 
compete with foreign steamship lines. 


FARM RELIEF AND RAILROADS 


The Trafic World Washington Bureau 


Senator Gooding, of Idaho, in debate in the Senate on farm 
relief legislation, said the first legislation passed by Congress 
that had been a mighty factor in the destruction of the economic 
relationships that existed between agriculture, industry, and 
labor, was the Adamson law. 

“The Adamson law,” said he, “changed the basis of a day’s 
labor upon the railroads from a 10-hour day to an 8-hour day, 
and increased the price of labor on our railroads by an annual 
amount of $60,000,000. In order that that increase in the price 
of labor might be passed on to those who used the railroads for 
shipping freight, the Interstate Commerce Commission ordered 
an increase of freights of 15 per cent. 

“The Congress passed the federal control act, and Mr. Mc- 
Adoo was made Director General of Railroads; and almost im- 
mediately Mr. McAdoo ordered an increase in the price of labor 
on the railroads that was equal to an annual increase of $1,164,- 
000,000. In order that the railroads might pass that increase in 
the price of labor of $1,164,000,000 on to the farmers, if you 
please, and all the rest of the people who used the railroads for 
shipping freight, Mr. McAdoo ordered a horizontal increase in 
freight rates of 25 per cent. In that horizontal increase no atten- 
tion was paid as to how high a rate was or how low the rate was 
or how long the haul was or what the product would bear to 
carry it to market. Farm products, with one or two exceptions, 
were increased in that horizontal increase in freight rates the 
same as high-class manufactured articles.” 

The senator then referred to the passage of the transporta- 
tion act and the increase in wages made by the Railroad Labor 
Board in 1920 and the increases in rates made by the Commis- 
sion; the reduction in wages and rates in 1921 and 1922, re- 
spectively. He said if the government had not followed each 
increase in the price of labor on the railroads with an increase 
in rates, every mile of railroad in the United States “in one 
short year would have been in the hands of a receiver.” 

Senator Gooding said that through increases in freight rates 
since 1917 the farmers had paid an increased freight bill of 
$4,000,000,000. He said the farmer had been forced to meet the 
increased cost of production in industry due to demands of labor 
for shorter hours and more pay. He said there had been a 
steady increase in the price of railroad labor since 1921. 

“Not in proportion to the efficiency of labor,” interjected 
Senator Brookhart, of Iowa. 

Senator Gooding said he would agree as to that. He ex- 
plained that he was not arguing for a reduction in wages but 
that he was trying to show what had happened to agriculture, 
and that the McNary farm relief bill proposed to step agriculture 
up with industry and labor. 

“Those opposing the bill say we can not legislate prosperity 
to the farmer,” continued Senator Gooding. ‘We have legislated 
prosperity to the railroads by giving them practically a guaranty 
of 5% per cent on their investment, and the railroads today are 
enjoying the greatest prosperity in their history. We have 
legislated prosperity to the laboring man by giving him shorter 
hours and increased pay. We have legislated prosperity to the 
manufacturer by giving him, in the Fordney-McCumber act, th 
highest protection that he has ever enjoyed.” . 

Senator Watson, chairman of the interstate commerce com- 
mittee, defending the equalization fee provision of the McNary 
bill, referred to the federal reserve act and the transportation 
act, saying: 


Under the provisions of the federal reserve act every national 
bank is required to be a member of the federal reserve bank in 
whose district it-is located, and is required to subscribe to the capital 
stock of its federal reserve bank in a sum equal to 6 per cent of its 
paid-in capital stock and surplus. Only one-half of the amount of 
this subscription, however, is required by law actually to be paid in, 
the remainder being subject to call when deemed necessary by the 
Federal Reserve Board. In addition, every member bank of the federal 
reserve system is required to maintain reserve balances with its 
federal reserve bank. These are. compulsory exactions imposed upon 
national banks by act of Congress. The national bank that fails or 
refuses to join the federal reserve system forfeits its charter. 

Under the transportation act, the Interstate Commerce Commis- 
sion is directed to prescribe just and reasonable rates in order that 
carriers may earn a fair return upon the capital invested, and pro- 
vision is made for disposition of amounts received in excess of what 
is fixed as a fair return. This likewise is a compulsory exaction. 

In both the federal reserve act and the transportation act Con- 
gress has employed the principle of requiring contributions to be 
made under certain circumstances for a purpose which is conceived 
to be in the interest of the contributors. I am merely seeking to 
establish these as practically analogous to that provision of the Mc- 
Nary-Haugen bill which requires a ratable contribution to be made 
by the beneficiaries for the regulation and control of interstate and 
foreign commerce which this measure seeks to establish. I do not 
here assert a precise legal analogy, but rather a practical one, be- 
tween the equalization fee in the pending bill and the stock sub- 
* scription requirement of the federal reserve act or the recapture 

clause of the transportation act. The question which the courts must 
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at last decide is whether Congress has the power to regulate com- 
merce in the manner provided in this measure; and if Congress has 
that power, then whether the equalization fee is necessary to such 
regulations; and, finally, if it be admitted that Congress has the 
power, and that the equalization fee is essential to its exercise in 
this manner, then whether the equalization fee principle contravenes 
to an unjustifiable extent any other provisions of the Constitution, 
such as the due process clause of the fifth amendment. 

My personal judgment is that on these points the courts will 
hold with the majority of Congress which has expressed its belief 
that it has the power to enact this legislation. 


Senator Blaine, of Wisconsin, said Senator Watson under- 
took to justify the equalization fee on what he considered to be 
“illegal premises.” He said the transportation act in effect guar- 
anteed the railroads a return of 6 per cent. He said there was 
no analogy and no comparison with respect to the recapture 
clause of the transportation act and the McNary equalization 
fee provision. 

“If we would write a farm relief bill giving to the agricul- 
tural interests of the country a return of 6 per cent, any excess 
over that to be reserved for two certain funds as set forth in 
the transportation act, we would then be doing something for 
agriculture,” said Senator Blaine. “The senator from Indiana 
has attempted to ground the equalization fee upon fallacious 
hypotheses and erroneous premises.” 


THE ST. LAWRENCE AND FARM RELIEF 


In debate in the Senate on the McNary farm relief bill, 
Senator Walsh, of Montana, said it had been a matter of sur- 
prise to him that the farm organizations had spent so much 
time and energy “in the advocacy of this measure, in the pur- 
suit, as I think, of a losing game, when there is an opportunity 
to render what I regard as a very great benefit to the farmer 
by the prosecution of a project that would go very far toward ob- 
literating this disparity which has been spoken of between the 
prices of farm products and the prices of other commodities. 
I refer to the proposal to improve the Great Lakes-St. Lawrence 
waterway, so that ocean-going vessels may load cargo at Duluth 
or Chicago and proceed uninterruptedly to any place touched by 
the seven seas; in other words, to move the seaboard inward a 
distance of a thousand miles to make Duluth, Chicago, Mil- 
waukee and Detroit ocean ports.” 

Senator Walsh said it was asserted by the American branch 
of the commission appointed by the President to study the 
St. Lawrence project that the project, if carried out, would 
reduce the cost of transporting grain at least 10 cents per 
hundredweight, “and it is ‘said that the advantages accruing 
to the farmers of the section involved (grain growing regions 
west of the Great Lakes) would be so great as annually to meet 
the entire cost of the work.” 

Senator Copeland, of New York, said that from the study 
he had made of the project, the building of the waterway could 
not do anything except help Canada “and it will be of no help 
to wheat growers of the state of Montana.” He said further 
that Senator Walsh and his constituents in Montana were at 
a disadvantage in the matter of freight rates because of the 
nationally owned railroads in Canada. 

“They are transporting wheat regardless of what. it actually 
costs to do it,” said he, “and year before last had a loss of 
$63,000,000 in the operation of those railroads. 

Senator Copeland believed that the Montana grain grower 
would continue to be at a disadvantage with his Canadian com- 
petitor because, among other reasons, “blood is thicker than 
water,” and the English would rather buy from the Canadians 
than farmers of the United States. 

“I doubt exceedingly,” said he, “if by the butlamng of this 
canal the wheat farmers of Montana and other sections of the 
West in our country are going to be materially benefited.” 

Senator Walsh said he was not surprised at the position 
taken by Senator Copeland because New York was opposed to 
the St. Lawrence project. Senator Copeland thought that the 
physical conditions surrounding operations on the St. Lawrence 
would prevent the route from being a practical one for ocean 
steamship operation, one of the factors he mentioned being 
that of discontinuance of service in the winter months. He 
said he was for the “American” canal and that he was not 
going to vote to build up the port of Montreal. Senator Walsh 
said the only opposition of consequence in Canada to the St. 
Lawrence project came from Montreal. 





SIX-DAY WEEK FOR RAIL WORKERS 

Senator Dill, of Washington, has introduced S. 3980, a bill 
to provide a six-day week for railroad employes. 

“At the present time,” said the senator, “there is no pro 
vision of law that prohibits the railroad companies from employ- 
ing men consecutively as long as they please. I think that is 
a dangerous practice.” 

The text of the bill follows: 

That after the passage of this act no employe of any railroad 
engaged in interstate commerce in the United States shall be required 
to work more than six days per week consecutively except when the 
superintendent of any railway division or some higher railroad official 
shall declare an emergency exists, and in no case shall any employé 
be compelled to work more than thirteen days consecutively; an 
every railroad employe shall be permitted at least four days of phe 
out of each calendar month of the year: Provided, That the monthly 
rate of y of railroad employes shall not be decreased because © 
the provisions of this act. 
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Current Topics 
in Washington 


Halter Drawing Too Tight.—Anyone who has given eyes and 
ears to the regulation of railroads in this country, it is believed, 
will assent to the proposition that there are cycles in it almost 
as distinct as, in popular impression, there are in business. At 
this time it is comment in Washington that there is reaction 
against the administration of those parts of the act of 1920 
intended to assure the country an adequate transportation 
system. One need only recall the riot created by the decisions 
in the lake cargo case, the dissatisfaction with the Commission’s 
use of the minimum rate power in the Louisiana-salt-to-Chicago 
case, and the growling on account of the clamp the Commission 
put on the rail-and-water route carriers in the consolidated 
southwestern cases. In connection with the last mentioned, 
the question has been raised as to where the Commission thinks 
it obtained power to put a minimum on the rail-and-water rates 
from the Atlantic seaboard to the southwest, inasmuch as the 
statute seems to exempt specifically such rates from treatment 
by the Commission. The things about which complaint is being 
made were done for the protection of the railroads from their 
own foolishness or what appeared to be their foolishness. All 
the restrictive orders of the Commission, however, prevent the 
free play of competitive forces. If there is one thing ingrained 
in the average American, it is that there should be competition, 
not with his own business, but with the other fellow’s, to the 
end that prices may be brought down, not to a reasonable level, 
but brought down. Some seem to think that the biblical dec- 
laration that a fool and his money are soon parted is a command 
that a fool and his money shall be soon parted. Bills intro- 
duced in Congress, whether to the point or not, obviously are 
intended to restore the law to a state where the carriers may 
engage in rate wars to a much larger extent than at present, 
if not without limit. From 1906 to 1914 rate changes allowed 
or ordered by the Commission were downward. In fact, it might 
be said that the downward cycle continued until 1920. The five 
per cent increase, effective in 1915, the 15 per cent increase 
allowed later, and the 25 per cent increase ordered by the 
Director-General, were but palliatives. How inadequate they 
were to meet the requirements of increasing costs of operation 
was shown in 1920, when the Commission allowed an increase 
of 40 per cent in the northeast, 35 in the southwest, 25 in the 
south and mountain Pacific, and 3344 interterritorial. But the 
swing toward lower rates began again in 1922 with the 10 
per cent cut. Then the Commission again took hold of itself 
and decided that section 15-a meant what it said. In preserving 
that part of the law it made the decisions that have created 
the present dissatisfaction, evidences of which are on exhibition 
at the Capitol. However, the chances are much against the 
reaction going back to anything like the low point in 1913-14. 
Men are becoming more tolerant of each other and believe there 
should be real force in the motto, “live and let live.” The in- 
tolerant era in the matter of kings among wholly civilized peo- 
ples, for instance, extended from the middle of the seventeenth 
century, when the English radicals sang ‘Oh, they’re beheading 
Charley Stuart in the morning,” to the early part of the eight- 
eenth century, when the French radicals, with more singing 
and display of emotion, beheaded Louis Capet and his wife. The 
pendulum continues to swing, but its arc seems to be narrowing 
both in affairs political and regulatory. 





Some Profit in Investigations.—It probably is cause for sor- 
Tow among those who remember acutely that the government 
of the United States, like Gaul, is divided into three parts, 
when they note that the United States Senate, in addition to 
taking over the duties of the Commission, has decided to run 
the police department of the city of Washington. Its first step 
in that was to inquire how many policemen had been before 
the police trial board in a number of years and of what offenses 
they were accused. It decided on that great step in statesman- 
ship after Representative Blanton, of Texas, probably the most 
Virulent of all the blah-blah members of Congress, had inter- 
vened in the trial of a policeman by the police trial board as a 
friend of the court.” That in itself looked like a great novelty, 
Seeing that the proceeding was one of prosecution and defense, 
with witnesses on each side and no question of law about which 
the “friend” could enlighten the court. Blanton threatened an 
Investigation by Congress if he were not allowed to conduct 
the case, the accused policeman being his friend. Blanton, not 
being a member of the controlling element in the House, could 
not make good on his threat. The Senate, however ,came to his 
rescue. The time and money of the people who thought they 
had elected legislators is to be spent on an investigation that, if 
the accusations are sustained, may result in Blanton’s friend 
eing required to defend himself in a criminal court on a serious 
indictment. But while Blanton, elected to help make laws, is 
engaged in what would not be dignified police court work, he 
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cannot be trying to do any legislating. Therein lies the value 
of investigations. They keep the men engaged for serious work 
from trying their ’prentice hands at it. 





Seniority Has Its Advantages.—The other day, after W. H. 
Chandler, speaking for the Merchants’ Association of New York, 
had given opinions as testimony in the port fourth section case, 
it is suspected that he may have wondered how it came that he 
had been allowed to “get away” with it. Of course, he mixed 
facts enough with his opinions so that it was not all argu- 
mentative. The chances are that the commissioners will read 
Chandler’s testimony and get a slant on the issues in the case 
that could not be acquired i nthe reading of straight-out testi- 
mony in less than ten times the words Chandler used. How- 
ever, the Commission has not gone altogether away from the 
court practice of having a witness give facts. It has gone far, 
with profit, it is generally believed. But, if Chandler had been 
testifying before some of the old-time judges to be found in 
many federal courts, he would have been shut up before he 
had talked two minutes, if not taken out of the courtroom. But 
Chandler is becoming one of the senior traffic men appearing 
before thee Commission and expressions of opinion in the course 
of his testimony, it is suspected, are relished rather than repro- 
bated. Younger men, however, might not fare so well. The 
hearing in that case, toward the end, became a season of good- 
natured jibing at each other by the men conducting it, many 
of whom, as, for instance, Henry Thurtell, “Deacon” Eshelman, 
H. J. Wagner, E. L. Beach, F. E. Brown, Carter Fort and C. R. 
Seal, were former members of the Commission’s staff. Their 
personal relations being so pleasant, it was hard to realize that 
for two or three years they had been fighting each other, tooth 
and nail, over the knotty questions raised by the determination of 
the southern railroads to compete for port business in the cen- 
tral west with the east and west trunk lines. 





Americans Are So Unsentimental!—Good timber taken from 
the roof of the White House where it was placed 112 years 
before its removal, has sold for as much as $4 a linear foot, or 
$4,000 a thousand board feet. The National Lumber Manufac- 
turers’ Association took the largest quantity. The American 
Institute of Architects bought enough to make 27 gavels, one 
for each of its chapters. War veterans, oldest inhabitant asso- 
ciations, and enterprising manufacturers who intend to make 
walking sticks and other articles, took the rest—and, for no 
reason other than that the Virginia long leaf pine had sheltered 
the heads of the twenty-six presidents who have lived in it since 
its rebuilding after destruction by fire when Washington was 
captured in the war of 1812. Dolly Madison, who took pictures 
and furniture from the White House. when she had to flee, could 
not carry away the roof, so it was burned. The walls were 
so blackened that, when the residence was restored, it had to 
have a coat of white lead and linseed oil. Thus it acquired 
its present title. It was called “the white house” long before 
Theodore Roosevelt changed it to “The White House.” Long 
after he changed it, Congress continued to make appropriations 
for the Executive Mansion. As a matter of fact, it does yet, 
but usually “executive mansion” is written: without capital let- 
ters. The reverence Americans have shown for the timber is 
in marked contrast with the recent rejection, by the English 
government, of a suggestion that it receive from the French 
government replicas of the stone burial images of Plantagenet 
kings and queens of England buried in France. At one time 
the French government proposed giving the originals, but there 
was such an uproar that the project was dropped. Of course, 
the analogy is,not the best in the world. Since the rise of the 
nationalist feeling, peoples are not so keen about the kings that 
once ruled over them. Royal families have no nationality, ex- 
cept, perhaps, in the most technical sense. The Plantagenets 
were not-English in the usual sense of the word, nor were they 
French in the usual sense of the term. They claimed to be 
kings of both France and England, because, in their day, kings 
thought of the lands over which they ruled as a farmer thinks 
of the land he farms—that is, as something belonging to him. 
They called themselves kings of the French or kings of Eng- 
land, not the French kings or the English kings, even as today 
Albert is King of the Belgians, not Belgian king. And yet King 
George V, if the claim of James first of England and sixth of 
Scotland is accurate, is a descendant of the Saxon, Danish, 
Norse, and Norman kings of England, the House of Hanover, 
now on the British throne, being in the Stuart line through a 
Stuart princess who married into the electoral line of Hanover. 
Yet the English leaders show none of the enthusiasm for re- 
minders of the Plantagenets that Americans show for pieces of 
timber that sheltered their presidents. 





The American and His Automobile.—An American seems to 
believe that more than half as much work as play would make 
him a dull fellow, indeed. He uses twice as much power in 
fiis pleasure machine as he uses in gainful occupations. Of 
course, many of the so-called pleasure automobiles are used for 
business purposes, but they are rated as pleasure cars, never- 
theless. The total capacity of all the power-generating equip- 
ment installed in the various industries in the United States 
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in 1923, from the highest type of steam turbine and internal- 
combustion engine down to the erratic windmill and the farm- 
work animal, was 230,514,000 horsepower, exclusive of the 
horsepower of pleasure automobiles. The Department of the 
Interior, which has compiled these figures, says the total horse- 
power capacity of the internal-combustion engines of pleasure 
automobiles is nearly twice as much as that used in all the 
industries, the total capacity for 1923, inclusive of pleasure 
automobiles, being 684,044,000 horsepower. This capacity, if 
converted into man power, would furnish about 60 able-bodied 
servants in constant attendance on every man, woman, and child 
in the United States. The horsepower of industrial prime 
movers in 1923 was distributed as follows: Manufactures, 9 
per cent; mines and quarries, 2 per cent; agriculture, 17 per 
cent; electric central stations and electric railroads, 11 
per cent; steam railroads, 32 per cent; ships, 4 per cent; work 
animals not on farms, 1 per cent; automobiles not classed as 
pleasure cars, 23 per cent; miscellaneous, 1 per cent. The 
population of the United States increased 45 per cent from 1899 
to 1923, while the capacity of industrial-power equipment in- 
creased 260 per cent. In 1849, 66 per cent of the total industrial- 
power equipment of the country was installed in farms; in 1923, 
only 17 per cent, the greater part being utilized by steam rail- 
roads, manufactures, central stations, electric railways, and 
automobiles other than pleasure cars.—A. E. H. 


GOVERNMENT IN BUSINESS 


Barron’s 
Vice-President Philip Hi! Geaeden of the United Gas Improve- 
ment Co., who is alsd the vice-chairman of the Joint Committee 
of National Utility Associations, speaking before the Eastern 
States’ Gas Conference on the proposed government ownership 
and operation of the Muscle Shoals plant, puts a pertinent ques- 
tion. He says: 


Reduced to essentials the question is, shall the federal govern- 
ment confine its activities to the political field, leaving its citizens 
free by their initiative and enterprise and self-reliance to develop the 
field of business? Has the time come when we can safely turn over to 
the government the management and control of the electric power 
industry, one of the chief factors in our amazing industrial develop- 
ment? It is this privately development industry which has put at the 
service of the American people about five horsepower per man as 
compared with two and a half horsepower per man in England. 


Mr. Gadsden does not overstate the matter. President 
Coolidge has said “whenever the government enters into any 
field of industry it must occupy it alone. There is no room for 
competition.” In the report of the committee of the House sub- 
mitting an alternative to the resolution sent down by Senator 
Norris it is significantly said that “it is with great reluctance 
that we turn toward government operation, being well advised 
of all the infirmities inherent in such an undertaking.” 

It would be an added infirmity for the government to under- 
take the manufacture of nitrates by a costly and obsolete process 
with an assured loss from the start, such as only the Treasury 
of the United States could meet. It is true that private enter- 
prise would never pay for the Muscle Shoals plant, still uncom- 
pleted, the extravagant sum of $160,000,000 which it has already 
cost. It is not worth anything like that figure. Government 
ownership is not the only resource. Congress should do what 
it ought to have done with the United States Shipping Board 
years ago. It should cut its loss, accepting what the Muscle 
Shoals plant is worth to private enterprise. That is the honest 
and economical course, but Congress will never admit that it 
was wrong. It is rather like an incompetent speculator in the 
stock market who starts wrong, loses sight of his original inten- 
tion and flounders into an impossible position, multiplying the 
original loss as many times as his means will afford. 


PEERY RATE BILL 


Representative Peery, of Virginia, in explanation of the bill 
(H. R. 12692) introduced by him last week to amend the inter- 
state commerce act (see Traffic World, April 7, p. 832), said 
the measure was intended to correct the situation resulting from 
the Commission’s decision in the lake cargo coal suspension 
case wherein the commission refused to allow the southern 
railroads to reduce “voluntarily their rates on coal which the 
railroads themselves say are remunerative to them.” 

“The result of the decision,” said Mr. Peery, “is virtually 
to grant a monopoly to the Pennsylvania and Ohio coal fields 
to the exclusion of West Virginia, Virginia and Kentucky. The 
decision seeks to regulate industry and take into consideration 
economic and industrial conditions. It is not a mere regulation 
of transportation.” 

Mr. Peery said it was deemed necessary to except section 4 
of the interstate commerce act because, if that were not done, 
a railroad could reduce a rate to an out of-pocket figure for a 
long haul while charging a higher rate for an intermediate haul 
without showing that such reduction was necessary in order to 
meet competition. Continuing, he said: 


Of course, in such case, if it were shown that such reduction was 
not necessary to meet competition then the reduction could be at- 
tacked by intermediate shipping points as heing discriminatory and 


Vol. XVI, No. 15 


in violation of section 3; but this would make it necessary for the 
persons discriminated against to bring in an original complaint and 
would put the burden upon them of showing discrimination. It js 
not believed that they ought to be put to this trouble and expense 
in such case. This section also provides that the act shall not apply 
to sub-section 4 of section 13 of the interstate commerce act. This 
is the section which, in substance, provides that where intrastate 
rates discriminate against interstate rates the Commission has power 
over the intrastate rates and may cause the discrimination to be 
removed by increasing the intrastate rates, etc. 

Section is intended to place some limit in a practical way on the 
construction of the words “unjust discrimination.” The Commission 
should have power to prevent such lowering of rates by any carrier 
as will result in unjust discrimination, but the phrase ‘“‘unjust dis- 
crimination” is so elastic that it could be construed to mean almost 
anything. This section provides that if one shipper, having a lower 
rate, has an advantage of 10 per cent of the rate over the other fellow 
he ought not to be allowed to complain. It is believed that this would 
be a just and proper limitation on this point. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended Mar 31 totaled 
950,249 cars, according to the car service division of the Amer- 
ican Railway Association. Compared with the preceding week 
this was a decrease of 179 cars, with decreases being reported 
in the loading of all commodities except merchandise, L. C. L., 
and miscellaneous, which showed slight increases. The total 
for the week ended March 31 was a decrease of 36,213 cars 
below the same week in 1927, but an increase of 21,946 cars 
compared with the corresponding week two years ago. 

Revenue freight loading by districts the week ended March 
31 and for the corresponding period of 1927 was reported as 
follows: 


Eastern district: Grain and grain products, 6,533 and 7,181; live 
stock, 2,270 and 2,482; coal, 36,297 and 40,937; coke, 2,102 and 2,800; 
forest products, 4,573 and 4,613; ore, 922 and 1,761; merchandise, L. 
Cc. L., 70,661 and 71,980; miscellaneous, 93,187 and 97,640; total, 1928, 
216,545; 1927, 229,394; 1936, 228,102. 

Allegheny district: Grain and grain products, 2,847 and 3,064; 
live stock, 1,922 and 2,141; coal, 37,942 and 46,865; coke, 5,205 and 6,162; 
forest products, 2,679 and 2,704; ore, 2,115 and 3,657; merchandise, 
L. C. L., 55,173 and 55,500; miscellaneous, 83,963 and 89,706; total, 
1928, 191,846; 1927, 209,799; 1926, 192,543. 

Pocahontas district: Grain and grain products, 222 and 230; live 
stock, 46 and 52; coal, 30,003 and 38,439; coke, 377 and 567; forest 
products, 1,881 and 1,879; ore, 121 and 144; merchandise, L. C. L., 
7,665 and 7,678; miscellaneous, 8,034 and 8,197; total, 1928, 48,349; 1927, 
57,186; 1926, 46,305. 

Southern district: Grain and grain products, 3,785 and 3,608; live 
stock, 1,860 and 1,946; coal, 24,545 and 24,776; coke, 578 and 784; forest 
products, 20,971 and 22,532; ore, 1,148 and 1,216; merchandise, L. C. L., 
42,596 and 42,115; miscellaneous, 67,886 and 66,093; total, 1928, 163,369; 
1927, 163,070; 1926, 157,009. 

Northwestern district: Grain and grain products, 12,349 and 9,069; 
live stock, 8,340 and 7,700; coal, 4,367 and 4,983; coke, 1,602 and 1,244; 
forest products, 19,833 and 20,024; ore, 664 and 1,042; merchandise, 
L. C. L., 34,595 and 34,341; miscellaneous, 36,354 and 38,267; total, 
1928, 118,104; 1927, 116,670; 1926, 110,206. 

Central Western district: Grain and grain products, 12,267 and 
9,791; live stock, 10,725 and 10,235; coal, 12,787 and 13,766; coke, 295 
and. 357; forest products, 9,681 and 9,744; ore, 3,152 and 3,109; mer- 
chandise, L. C. L., 34,662 and 35,965; miscellaneous, 50,165 and 52,039; 
total, 1928, 133,734; 1927, 135,006; 1926, 125,402. 

Southwestern district: Grain and grain products, 5,483 and 4,557; 
live stock, 2,318 and 2,370; coal, 5,211 and 4,943; coke, 84 and 158; 
forest products, 8,841 and 9,336; ore, 309 and 422; merchandise, L. C. 
L., 16,962 and 16,410; miscellaneous, 39,094 and 387,141; total, 1928, 
78,302; 1927, 75,337; 1926, 68,736. 

Total, all roads: Grain and grain products, 43,486 and 37,500; live 
stock, 27,481 and 26,926; coal, 151,152 and 174,709; coke, 10,243 and 
12,072; forest products, 68,459 and 70,832; ore, 8,431 and 11,351; mer- 
chandise, L. C. L., 262,314 and 263,989; miscellaneous, 378,683 and 
389,083; total, 1928, 950,249; 1927, 986,462; 1926, 928,303. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 
Four weeks in January ........... 3,447,723 3,756,660 3,686,696 
Four weeks in February .......... 589,694 3,801,918 3,677,332 
Five weeks in March .............. 4,753,853 4,982,547 4,805,700 
| ey na a epee Pee ee me. 11,791,270 12,541,125 12,169,728 


N. Y. CONSTRUCTIVE DELIVERY STATIONS 


W. H. Chandler, chairman of the Shippers’ Conference of 
Greater New York, announces that the conference has drafted 
a complaint to file with the Commission asking for the suspen- 
sion of any supplements to tariffs withdrawing constructive 
delivery stations. It is awaiting the signature of the chairman 
of the special committee appointed by Chairman Chandler and 
is lodged against the Erie, Delaware & Lackawanna, Lehigh 
Valley, Central Railroad of New Jersey, Baltimore & Ohio, and 
Pennsylvania, as defendants. It has been signed by Charles 
W. Braden, traffic manager, Kentucky Alcohol Corporation; T. 
T. Harkrader, traffic director, American Tobacco Company; 
G. F. Hichborn, general traffic manager, United States Rubber 
Corporation; C. L. Hilleary, traffic manager, F. W. Woolworth 
Company; C. A. Hitchcock, traffic manager, Morimura Brothers; 
and W. R. Moore, traffic manager, Eastern Conference Traffic 
Bureau, all members of the committee. 

The defendant railroads announced their intention to change 
their tariffs covering the handling of freight through construc 
tive delivery stations and the change on the Erie was to be 
made effective on April 25. The complaint contends that the 
suspension of the constructive delivery stations would interrupt 
the handling of a large volume of freight traffic and cause de 
morilization in terminal service in Manhattan. 
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Decisions of Interstate Commerce Commission 
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ZINC ORE DRAYAGE CASE 


The Commission, in a report written by Commissioner Esch, 
in I. and S. No. 2990, absorption of drayage charges on lead and 
zinc ore or concentrates by the Southwestern Missouri (mimeo- 
graphed), has again condemned the effort of that electric line 
to extend its service in the Picher, Okla., district by means of 
drayage absorptions. It has found not justified the proposed 
application of rates on lead and zinc ore, in carloads, from 
constructive stations at off-track mines in the Picher district. 
It has held the schedules unlawful, ordered them canceled and 
discontinued the proceedings. : 

Commissioner McManamy dissented for the reasons set 
forth in his dissenting expression in 113 I. C. C. 179. He said 
he was authorized to state that Chairman Campbell joined in 
this expression. Commissioners Aitchison and Woodlock, the 
report said, were necessarily absent and did not participate in 
the disposition of the case. 

The proposed arrangement, the Commission’s report said, 
would be carrying the constructive-station practice to such an 
extreme, establishing a large number of fictitious off-track sta- 
tions, which might be used only by particular shippers and traffic 
“for the purpose of invading a field already adequately served 
by other carriers, and thereby encouraging destructive com- 
petition contrary to the spirit of section 15-a that it would con- 
stitute an unreasonable practice.” 

Defense of the plan proposed in the schedules was that the 
proposed arrangement would be like the constructive-station 
practice at St. Louis. The Commission said it was clear that 
the proposed arrangement was distinguishable from the St. Louis 
practice, where the transfer service included all freight, which 
any shipper might use, and there was no confusion such as would 
result from a constructive station for each shipper, as the 
Commission said there would be in the Picher district were this 
plan allowed to become operative. 

This is the third effort the Southwestern Missouri, an elec- 
tric line built primarily to haul passengers, has made to save 
itself from the effect of motor truck and bus competition by 
reaching out for some of the ore traffic that heretofore has 
been hauled, largely, by the Northeast Oklahoma and Miami 
Mineral Belt railroads, two steam lines. The other efforts came 
to naught in Drayage Absorptions by S. W. M. R. R. Co., 113 
I, C. C. 179, and Absorption of Dryage Charges, 128 I. C. C. 405. 
There are only a few mines adjacent to the tracks of the South- 
western Missouri, while the steam roads have loading tracks 
within a few hundred feet of almost every mine in the district, 
says the report. 

In the suspended schedules the respondent, now in the 
hands of receivers, proposed to make the rail rates apply from 
constructive stations located a quarter of a mile from each of 
the off-track mines listed in them; and to provide that specified 
trucking companies, operating under contract with the South- 
western Missouri, would haul the ore from the mines to the 
loading tracks, acting as agent for the Southwestern Missouri 
beyond the constructive stations. 


Commissioner Esch said the schedules were based on the 
theory that the Picher district was a terminal area similar to 
that at St. Louis and other large centers of population in which 
railroads maintain constructive off-line station. Commenting 
on the proposal, the report said: 


Assuming that the Picher district is a terminal area, the pro- 
posed Schedules have a strange effect, and if applied in other term- 
inal districts would have absurd results. For example, mines within 
one-quarter of a mile from respondents’ loading tracks are excluded. 
It is true there is a rule regarding the application of rates from inter- 
mediate mines, but neither the schedules nor the contract provide for 
the transfer of ore from mines within the first one-quarter mile zone. 
The proposed service extends past these mines without including 
them, although they may be adjacent to the constructive station for 
4 more-distant mine. Likewise, an off-track mine included in the 
Suspended schedules may be close by the constructive station for 
another mine, but it can not use that station. There are not only 
138 mines for which a separate constructive station is provided, but 
Some mines may have several such stations, where there is more than 
one road to the loading tracks. The suspended schedules apply only 
to ore, although respondent handles other carloads and less-than-car- 
load freight, and some of it moves from or-to the mines. * * * 

While the proposed plan differs in form, it has substantially the 
arg effect as between mines in the different zones as respondent’s 
— absorption tariff, which was condemned as unjustly discrimina- 
eh in Drayage Absorptions by S. W. M. R. R. Co., supra. It is 
also Similar to the tariff considered in Absorption of Drayage Charges, 
eo in that it does not include mines and loading tracks in Group 
Hy Which we found would create undue prejudice and preference. It 
as been held unjustly discriminatory and unduly prejudicial to 
accord store-door delivery service to some and refuse it to ether 
Shippers no farther distant, or to maintain such service at one point 
and not at another point. Casassa vs. P. R. R. Co., 24 I. C. C. 629; 
#nacostia Citizens’ Assn. vs. B. & O. R. R. Co., 25 I. C. C. 411; 

ashington, D. C., Store-Door Delivery, 27 I. C. C. 347. 

We are of the opinion and find that the proposed schedules would 

Create an unreasonable practice, that they would be unjustly dis- 


criminatory and unduly prejudicial, and that they have not been justi- 


fied. 
GRAIN TRANSIT REQUIRED 


In a report written by Commissioner McManamy, in No. 
15026, Oklahoma Millers’ League vs. Alabama & Mississippi et al. 
(mimeographed), the Commission, on further hearing, has re- 
quired the carriers to maintain transit services ‘in connection 
with the rates prescribed in the former report, 128 I. C. C. 523, 
on grain and grain products, from points in Oklahoma to des- 
tinations in Louisiana. The cenclusions reached in this report, 
the Commission said, were without prejudice to any modifica- 
tions that might be found necessary in the consideration of 
No. 17000, part 7, Hoch-Smith grain. 

Division 4, in the former report in this case, did not spe- 
cifically require the carriers to maintain transit in connection 
with the rates prescribed by it. The division said that transit 
was not an issue in the case, but that there would seem to be 
no reason why the then present arrangements should not be 
continued. 

When the carriers filed new rates they did not cancel the 
old ones to which transit privileges specifically attached. The 
new rates, however, were specifically exempted from the transit 
arrangements applicable on grain moving under them. In other 
words, two sets of rates on grain and grain products were estab 
lished. One set carried transit privileges. The other set, the 
rates prescribed by the Commission in the earlier. report, did not, 
hence the further hearing. The finding, other than the one saying 
that the conclusions were without prejudice to others that might 
be required on consideration of the Hoch-Smith grain case, is 
as follows: 


We find that defendants’ failure or refusal to establish without 
charges transit services, like thgse maintained in conjunction with 
rates on grain and grain products from points in Oklahoma to points 
in Texas and Louisiana, for application in conjunction with the rates 
prescribed in the original report, 128 I. C. C. 523, on grain and grain 
products, in carloads, from Oklahoma to destinations in Louisiana 
west of the Mississippi River, including points on the west bank 
thereof, and to Mississippi River crossings in Mississippi and Louisiana 
on the east bank thereof, is, and for the future will be, unreasonable. 

Rates in conformity with the finding are to be made effective 
not later than June 25. 


DENATURED ALCOHOL RATES 


A revision of the rates on denatured alcohol, not later than 
June 18, has been ordered in No. 17329, American Distilling Co. 
vs. Akron, Canton & Youngstown et al., mimeographed, for the 
removal of undue prejudice to Pekin, Ill., and undue preference 
for New Orleans, La. The Commission, by division 4, in a report 
written by Commissioner Woodlock, has found not unreasonable 
the rates, in carloads, from Pekin to points throughout the 
territory east of the Rocky Mountains, including Canadian points, 
but unduly prejudicial to Pekin and unduly preferential of New 
Orleans. The finding as to reasonableness relates to the past, 
present and future. The finding as to undue prejudice and 
preference relates to the present and the future. 

A definite method of removing the undue prejudice to points 
in central territory is set forth. The finding is that the rates to 
central territory are and for the future will be unduly preju- 
dicial to the extent that the differences in rates from Pekin 
and New Orleans to points in that territory are less than those 
which would result from the application of scale 10 in appendix 
K-2 of the second supplemental report in Southern Class Rate 
Investigation, 113 I. C. C. 200, for the respective distances. 
The finding says that to consuming points in other parts of 
the destination territory described, the rates from Pekin and 
New Orleans should be related on a distance basis and that 
any principle of grouping used from one point should be simi- 
larly applied from the other. 

Commissioner Eastman, author of the report in the Southern 
Class Rate Investigation, one of the scales in which is to be 
used in removing the undue prejudice, in what he called a 
concurring view, said he could not accept the basis proposed by 
the majority for the removal of the undue prejudice. He agreed 
fully with the finding as to the character of the rates tested 
by the first section. His divergence of view came as to the 
method for the removal of the undue prejudice. 

Transportation conditions, it was generally recognized, he 
said, on the whole, were somewhat less favorable in southern 
than in official territory. The class rates, which for southern 
territory were far higher, he said, were not, in his opinion, a 
fair index of the difference in transportation conditions, “for 
they are constructed on different underlying theories in the two 
territories. Because of this fact it is urged with much force 
that the rates on low grade commodities in southern territory 
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may well be relatively as low as, if not lower than, the corre- 
sponding rates in official territory. But in a case of a com- 
modity of comparatively high grade, like alcohol, this argument 
has little application.” 


Mr. Eastman pointed out that violation of section 3 in 
this case was dependent upon the fact that although the origi- 
nating carriers were not the same, there was an identity of 
carriers so far as a part of the hauls from the competing points 
to the destinations in question were concerned, and a partici- 
pation in joint rates by such carriers. But, he said, it had to 
be borne in mind that to some extent low competitive through 
rates for the longer hauls to official territory destinations from 
New Orleans could be established without the maintenance of 
joint rates if the southern carriers resorted to the device of low 
proportional. rates to the northern gateways. That latter fact, 
he said, was entitled to consideration. Therefore, in all the 
circumstances, he said, he could not accept the basis proposed 
by the majority for the removal of the undue prejudice. 


Complainant, a distiller of alcohol at Pekin, alleged that the 
rates on alcohol, denatured, and other than denatured, from 
Pekin to points, roughly speaking, throughout the territory east 
of the Rockies, including points in Canada, were unreasonable 
and unduly prejudicial as compared with those from New Or- 
leans to the same destinations. The complaint also contained 
an allegation that the rates were unduly prejudicial as compared 
with rates from Peoria, Ill., Cincinnati, O., Lawrenceburg, Ind., 
an dnorth Atlantic seaboard cities and points grouped there- 
with. Another allegation was that some rates from New Orleans 
were violative of the fourth section in that they exceeded the 
aggregate of intermediates to and from Pekin. 


The gravamen of the complaint, as stated in the-brief in 
behalf of the complainant and determined at the further hear- 
ing held before submission, as stated by Mr. Woodlock, was 
“the relationship of the rates from Pekin and from New Or- 
leans.” The New Orleans Joint Traffic Bureau and several dis- 
tillers at New Orleans, Mr. Woodlock said, intervened to oppose 
the granting of the relief sought. 


The evidence in the case, the report said, was directed 
principally to denatured alcohol and that that only would be con- 
sidered. 

Seemingly, the case arose largely from the shift from corn 
to blackstrap molasses, as the source of alcohol. The report 
said that when the complainant began operations in Pekin, in 
1892, corn was the principal raw material. Being located in the 
Illinois corn belt, with Illinois coal and good supply of water, 
and some of the greatest consuming points in the country not 
far away, Pekin was originally strategically located. When 
blackstrap molasses was found to be a particularly good source 
of alcohol, conditions changed. Blackstrap molasses came from 
Cuba. A number of large distilleries were located at New Or- 
leans and along the north Atlantic coast, where they could re- 
ceive blackstrap by tank steamer. Blackstrap, the report said, 
had now become the source of about 90 per cent of the alcohol 
produced in this country. About 75 per cent, it is said, was 
produced at the ports and about half of that was credited to 
distilleries in the New Orleans district. The complainant also 
uses blackstrap, having transit on the raw material from New 
Orleans to final destination at the molasses rate, plus a transit 
charge for the service of stopping the molasses for conversion 
into alcohol. 


Complainant, the report said, sought commodity rates, from 
Pekin bearing the same relation to the class rates therefrom 
as the commodity rates contemporaneously in effect from New 
Orleans bear to the class rates from that point. On account of 
the higher class rates in the south than in official territory, 
the report said that determination of commodity rates in the 
manner suggested would be unsound from a practical traffic 
standpoint. 


The southern lines, the report said, were opposed to mak- 
ing any increases in their rates from New Orleans to remove 
any undue prejudice that might be found to exist. The central 
territory lines resisted any reductions and showed that alcohol 
generally moved throughout official territory at fifth class rates, 
the interior and seaboard distillers being on the same relative 
basis. They said that the rates from New Orleans were too low 
and admitted, the report said, their their participation in them 
subjected Pekin to undue prejudice. 


Efforts to settle the case by means of conferences were not 
successful, all suggestions failing. The Commission disposed 
of the case by making the findings hereinbefore mentioned. 


As to rate situations not treated, the Commission said: 


This record does not furnish an adequate basis for determining 
all the points in such territory to which there is a movement nor 
for prescribing the specific relation between the rates from New 
Orleans and Pekin to such points. It is suggested that the parties 
undertake to agree upon the details for removing the undue preju- 
dice here found to exist to consuming ints other than those in cen- 
tral territory by the application of distance cases, and that in the 
event of failure to agree, the matter be again brought to our atten- 
tion for such further consideration as may be appropriate. No basis 
appears for an award of reparation. 
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COAL REWEIGHING PLAN 


A plan whereby the mine operator may require the re. 
weighing of his coal shipments on the scale nearest the desti- 
nation has been approved by the Commission, division 3, in No, 
18659, Fullerton Lumber Co. vs. Chesapeake & Ohio et al., mim. 
eographed. It has found, in that case, unreasonable the refusal 
of the defendants to accept appropriate shipper’s request for re. 
weighing of coal beyond their rails, when such request is ten. 
dered on mine cards in connection with the through transpor. 
tation of coal, from mines in Kentucky, Tennessee and West 
Virginia to destinations in Iowa and other states, and the failure 
of refusal of the defendants to insert such request, when so 
tendered, on waybills covering the movement of the shipments. 

No order has been issued. The carriers, however, are ex. 
pected to conform their practice with the Commission’s finding. 
The complaint has been dismissed without prejudice to the com- 
plainant bringing the matter to the Commission’s attention if the 
carriers fail in the matter. 

Coal is now shipped under weights ascertained near the 
mines. Any reweighing that is done is done at the request of the 
consignee, as a rule. Under the practice approved in this case 
the mine operator will be able to have weights near his mine 
and near the destination. If the coal at destination is within 
the tolerances allowed in the tariffs, the shipper will have to 
pay the reweighing fee, if not, the cost of it falls on the carrier, 

Carriers have been refusing to accept mine cards bearing 
a request that the waybills be marked with a request for re 
weighing at the scales nearest destination or to put such a 
notation on the waybills. They said they were unwilling to 
assume any responsibility for reweighing. The Commission ob- 
served that inserting the notation in the waybills did not appear 
to add anything to their responsibility. The carriers said there 
was no obligation on their part to accept such requests. The 
Commission said that as weighing had a bearing upon the ap- 
Plicable freight charges of all the carriers participating in the 
movement of a given shipment, reweighing, although actually 
performed by only one of them, could not properly be regarded 
as a service entirely dissociated from the transportation duties 
of the other carriers participating in the through transportation. 

The Commission said it was not neessary to consider the 
extent to which, under the tariffs as now framed, the initial car- 
rier might be liable for the failure of another carrier beyond its 
rails to perform a requested service of reweighing in accordance 
with the latter carrier’s individual tariff, or whether such lia- 
bility, if any, was greater in a case of a shipment under a joint 
through rate, than in the ase of a shipment under a combination 
through rate. In disposing of the case, the Commission said: 


The issuance of a through bill of lading by the initial carrier, 
either under a joint through rate or under a combination through 
rate, carries with it the right of the shipper to avail himself of the 
reweighing service which the individual carriers making up the 
through route hold themselves out to perform. Under such circum- 
stances the initial carrier can not reasonably refuse to accept from 
the shipper, as an incident to and a part of the contract for through 
transportation, a proper reweighing request, even though the re- 
—s service requested is to be actually performed beyond its 
rails. 

We are of opinion that all of the objections raised by defendants 
to the D pang sought by complainant, in so far as they may be 
regarded as meritorious, would be met if the shipper’s instructions 
and the corresponding notation on the waybills were worded to read 
substantially as follows: 

“Reweigh on track scales on route of movement as near to des- 
tination as practicable. (Shipper’s request.)’’ 


We find that it is, and for the future will be, unreasonable for 
the defendants to refuse to accept a request such as that above in- 
dicated when tendered on mine cards in connection with the inter- 
state transportation of coal, in carloads, from the points of origin to 
the points of destination covered by the complaint and to fail or 
refuse to insert such request, when so tendered, on the waybills cover- 
ing the movement of the shipments. 

No order for the future will be entered at this time but defendants 
will be expected to conform their practice to our finding herein. If 
they fail to do so complainant may again bring the matter to our 
attention. The complaint will be dismissed without prejudice. 


SCRAP IRON RATE 


The Commission, by division 4, in No. 18441, Southern Scrap 
Material Co., Ltd., vs. Louisville & Nashville et al., mimeo- 
graphed, has found unreasonable the rate on scrap iron, from 
Pascagoula, Miss., to Chicago, Ill., to the extent it exceeded $5 
per net ton, on a shipment made in 1920, and awarded repara- 
tion, 


PRIVATE CAR STORAGE CHARGES 


The Commission, by division 4, in No. 17751, Pat Malloy 
and W. O. Dickenson, receivers for Constantin Refining Co. V5. 
Missour-Kansas-Texas, mimeographed, has found inapplicable 
the storage charges assessed or collected on private cars of 
gasoline held on private sidings at Devol, Okla., and Burk- 
burnett, Tex., directed the refund of the charges and dismissed 
the complaint. The report covers two sub-numbers, Manhattan 
Gasoline Co. vs. Missouri, Kansas & Texas of Texas et al. al 
Tidal-Western Oil Corporation et al. vs. Same. The finding i2 
this case is like that in Skelly Oil Co. vs. M.-K.-T., 123 I. C. C. 
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517. The Commission said no reason appeared why a different 
finding should be made in this case. 


CRUSHED STONE RATES 
The Commission, by division 4, has dismissed No. 18162, 
Andrew Ulysses Givens vs. Louisville & Nashville, mimeo- 
graphed, finding the rates on crushed stone, over an interstate 
route from Franklin, Tenn., to Brownsville, Stanton, and 
Keeling, Tenn., not unreasonable. 
for stone moving on government and on commercial account. 


BANANA RATES 


The Commission, by division 4, has dismissed No. 18824, 
Lovett Fruit and Produce Co. vs. Alabama Great Southern et al. 
(mimeographed), finding not unreasonable or unduly prejudicial 
the rates on bananas, carloads, from New Orleans, La., and 
Mobile, Ala., to Middlesboro, Ky. 


FUEL OIL RATES 

A finding of unreasonableness and an award of reparation 
have been made in No. 19100, Imperial Oil Marketing Co. vs. 
San Antonio & Aransas Pass et al. (mimeographed), as to the 
rates and the charges thereunder on fuel oil, in tank cars, from 
San Antonio, Tex., to Chicago, Melrose Park and Westmont, IIl. 
The Commission, by division 4, found them unreasonable to the 
extent they exceeded 41.5 cents, the rate which the carriers 
said: was made because of a realignment of rates following 
reductions made because of Western Petroleum Refiners’ Associa- 
tion vs. Director-General, 66 I. C. C. 426. The railroads con- 
tended that it was less than a reasonable maximum rate. 


ANTHRACITE COAL RATES 


The Commission, by division 4, in No. 19523, Elliott Fuel 
Co. vs. Delaware & Hudson et al. (mimeographed), has found 
unreasonable the applicable rates on anthracite coal from Car- 
bondale, Parsons and Plymouth, Pa., to Stillwater, Minn., to the 
extent they exceeded $7.34 from Carbondale and Parsons and 


$7.59 from Plymouth. Carriers assessed charges on rates they ~ 


assumed to be effective and then sued for the collection of 
undercharges. The Commission found the rates that should 
have been assessed were unreasonable, authorized the waiving 
of the undercharges and dismissed the complaint. 


SCRAP PAPER RATE 


The Commission, by division 4, has dismissed No. 19636, 
Sinaiko Brothers Co. vs. C. M. & St. P. (mimeographed), finding 
applicable the rate charged on a carload of scrap paper shipped 
from Madison, Wis., to Eau Claire, Wis., in 1925, over an inter- 
state route. It was contended that a rate of 10.5 cents was ap- 
plicable because it was published subject to the limitation, “ap- 
plies on shipments originating east of the Illinois-Indiana state 
line or south of the Ohio River,” and not “only” to such ship- 
ments. It was argued that there was a conflict in the tariff, in 
which case the lower of two rates became applicable. The 
Commission said that the narrow construction urged by the 
complainant was not justified. It added that under the con- 
struction contended for by the complainant many conflicts would 
result. ; 


R-W-R RATE ON MATCHES 


The Commission, by division 4, has dismissed No. 19676, Fed- 
eral Match Corp. et al. vs. Southern Pacific (mimeographed), 
finding not unreasonable the rail-water-and-rail rate on matches, 
carloads, from Bloomsburg, Pa., to Weed, Calif. The complaint 
attacked the factor of 82 cents beyond San Francisco, the whole 
combination, via New York and San Francisco having been $1.81. 
The complainants contended that the factor for the rail haul 
in California should not have been more than 36 cents, the rate 
from San Francisco to Portland, Ore., Weed, the complainants 
pointing out, being intermediate. The Commission said the de- 
fendants pointed out that the rate to Portland was protected 
by a fourth section order on account of the water competition 
on the coast. 


ESTIMATED WEIGHT ON GRAPES 


The Commission, by division 4, has dismissed No. 19925, 
Jos. Gentil Co. vs. Tidewater Southern et al. (mimeographed), 
finding the charges, based upon estimated weight of a carload 
of grapes, from Turlock, Calif., to Milwaukee, Wis., had not 
een shown to have been inapplicable. 


PETROLEUM NAPHTHA RATES 


A finding of unreasonableness, an award of reparation, and 
an order establishing a new rate not later than May 25, have 
been made in No. 18272, Transcontinental Oil Company vs. Bal- 
timore & Ohio et al., mimeographed, as to rates and charges 
thereunder on petroleum naphtha, carloads, from Meraux, La., 
to Blue Creek, W. Va. The Commission, by division 2, found 
that the rates had been, were, and for the future would be un- 
reasonable to the extent they exceeded or might exceed 49 cents. 
Rates of $17 per car plus 51 and 53.5 cents and 53.5 cents without 


The finding applies to rates: 
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any per car charge were assessed on shipments made in April and 
May, 1924. On June 1, 1924, a rate of 53.5 cents, applicable 
from New Orleans, was made to apply from Meraux, a point 
about eight miles southeast of New Orleans on the Louisiana 
Southern. In the final analysis the question was as to the 
spread of rates to Blue Creek over those to Charleston, W. Va. 
The carriers contended for the spread that had been made by 
them. The Commission said that generally group lines had an 
appearance of injustice to some point just across the line, but 
that, onee established, groups should not lightly or unnecessarily 
be disturbed. However, upon the present record it said it was 
of the view that a spread of 6 cents between rates to Charles- 
ton and Blue Creek was not warranted. The present rate to 
Charleston is 47.5 cents. 


ALUMINA SULPHATE RATE 


The Commission, by division 4, in No. 19375, Board of City 
Commissioners, Okmulgee, Okla., vs. St. Louis-San Francisco 
(mimeographed), has found unreasonable a rate of 70 cents on 
sulphate of alumina, carloads, from East St. Louis, IIl., and St. 
Louis, Mo., to Okmulgee, Okla., to the extent it exceeded, ex- 
ceeds, or may exceed 65 cents, awarded reparation, and ordered 
the new rate to be established not later than May 25. 


FARM DRAIN TILE RATES 


The Commission, by division 3, has dismissed No. 18897, 
Gamble & Stockton Co. et al. vs. Atlanta, Birmingham & Atlantic 
et al. (mimeographed), finding not unreasonable or otherwise 
unlawful the rates on farm drain tile, from Melville, Tenn., to 
destinations in Florida. Complainants sought, the report said, 
a mileage scale predicated upon the scale prescribed in I. and S. 
No. 1885, Brick and Clay Products in the South, 88 I. C. C. 548, 
called the 1885 scale, plus one-half of the class 12 arbitrary 
prescribed in the Southern Class Rate Investigation case. 


COPPER INGOT RATES 


The Commission, by division 1, has dismissed No. 16358, 
Federated Metals Corporation et al. vs. Pennsylvania et al. 
(mimeographed), finding not unreasonable the rates on brass 
and copper ingots, carloads, from Pittsburgh, Pa., Chicago, II, 
and St. Louis, Mo., to points in Official Classification territory. 
In a report written by Commissioner Taylor the Commission 
said there had been no proof of damage resulting from undue 
prejudice that might have existed in the rate situation in the 
two-year period prior to October 3, 1924. That situation was 
attacked as unreasonable, unjustly discriminatory and unduly. 
prejudicial. 


LIQUEFIED CHLORINE GAS RATE 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 19244, Buckeye 
Cotton Oil Co. vs. Baltimore & Ohio et al. (mimeographed), as 
to the rate on liquefied chlorine gas, in tank-car loads, from 
Niagara Falls, N. Y., to Memphis, Tenn. The Commission, by 
division 4, has found the rate was and would be unreasonable 
to the extent it exceeded or may exceed 88 cents. The new 
rate is to be established not later than June 1. 


REDUCED TIN PLATE RATE 


The Commission, by division 3, in I. and S. No. 2991, tin 
plate from San Francisco Bay points to Sacramento, Calif. 
(mimeographed), has found not justified the proposed reduced 
rate of 9 cents on tin plate from San Francisco and other bay 
points to Sacramento, shipped by water from the Atlantic sea- 
board, without prejudice, however, to the filing of schedules 
providing for a 12-cent rate. Such a rate, the report says, would 
be just and reasonable. The present rail rate is 18.5 cents. 
There is a water rate maintained by the Sacramento Navigation 
Company of 10.5 cents. 

Reduction of the rail rate was proposed by the Western 
Pacific on representation of the United States Steel Products 
Company, a subsidiary of the United States Steel Corporation, 
according to the report, that it was about to quit using the 
Sacramento Navigation Company’s service; that it was consid- 
ering the installation of barges to carry tin plate to a mill at 
Sacramento that uses 25,000 tons a year of the plate; but that 
it preferred rail service and would use it if it could obtain a 
satisfactory rate. 

The schedules were suspended upon protests of the Sacra- 
mento Navigation Company, California Navigation Company, San 
Francisco Chamber of Commerce and others. The Western Pa- 
cific assumed the burden of justifying the proposed 9-cent rate. 
The rate published by it was intended to make its service 
attractive to the steel company so that it would not establish 
its own barge line. Other rail lines joined the Western Pacific. 
They represented that the rate was proposed without regard to 
the rate of the Sacramento Navigation Company, or any other 
carrier, truck or otherwise. 

Protestants expressed the opinion that the publication of 
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the rate was the beginning of an attempt by the rail carriers to 
eliminate water competition. 


STEEL BILLET RATE 


The Commission, by division 3, in No. 19415, Globe Malleable 
Iron and Steel Co. vs. Baltimore & Ohio et al., mimeographed, 
has found unreasonable but not unduly prejudicial or prefer- 
ential, a commodity rate of $5 per long ton on steel billets from 
Massillon, O., to Syracuse, N. Y., to the extent it exceeded or 
may exceed $4.80 per ton, awarded reparation and ordered the 
new rate to be established not later than June 1. 


OLD RAIL RATES 


The Commission, by division 4, in No. 18438, J. B. Harvey vs. 
Louisville & Nashville et al., mimeographed, has found un- 
reasonable the rates and charges on old rails, from Chopin, 
La., to Mobile, Ala., to the extent the charges assessed ex- 
ceeded those which would have accrued under the aggregate of 
intermediate rates and awarded reparation. 


EXPORT STRUCTURAL STEEL 


The Commission, by division 2, has dismissed No. 18907, 
Ingalls Iron Works Co. vs. Galveston, Harrisburg & San Antonio 
et al., mimeographed, finding not unreasonable or unduly pre- 
judicial the applicable rate on structural steel, from Birming- 
ham, Ala., to Eagle Pass, Tex., for export. It found over- 
charges and undercharges on the shipments in question which 
the Commission said should be adjusted. Rates of 40, 80, 82 
and 90 cents were assessed. The Commission said the applic- 
able rate was 82 cents. he complainant contended for a rate 
of 40 cents, applicable from Colorado common points and from 
St. Louis to El Paso on some of the articles in the structural 
iron list. The carriers said that that was a subnormal rate 
induced by competition and should not be used to measure the 
rate on steel from Birmingham. The Commission said that 
in the past it had recognized that carriers, to meet competition, 
might establish rates lower than it might lawfully prescribe. 


FRESH MEAT RATES 


The Commission, by division 4, in No. 17933, William Schlu- 
derberg-T. J. Kurdle Co. vs. Baltimore & Ohio et al., mimeo- 
graphed, has found unreasonable the rates charged on fresh 
meat and packing-house products, in straight and mixed carloads, 
from Baltimore, Md., to Roanoke, Va., to the extent they ex- 
ceeded or may exceed the contemporaneous combination in effect 
to and from Alms House, Va. Reparation was awarded to that 
basis. The Commission said its finding was without prejudice 
to any which might be made in No. 15879, Eastern Class Rate 
Investigation. 


IMPORTED NEWSPRINT RATE 


The Commission, in No. 17985, Express Publishing Co. vs. 
Galveston, Harrisburg & San Antonio, mimeographed, has found 
unreasonable the rate charged on imported newsprint paper, 
carloads, from Galveston and Houston, Tex., to San Antonio, 
Tex., to the extent it exceeded, since October 25, 1925, and for 
the future, 35 cents on a minimum of 40,000 pounds. The new 
rate is to be made effective not later than June 5. 


PULPWOOD BOX RATES 


An order of dismissal has been made in No. 19044, Menasha 
Printing & Carton Co. vs. Chicago & North Western et al., 
mimeographed, the Commission, by division 4, finding applicable 
the rates charged on mixed carload shipments of pulpwood boxes, 
not corrugated, knocked down, and waxed wrapping paper from 
Neenah-Menasha, Wis., to Columbus, Cleveland, Cincinnati, 
Akron and Youngstown, O., Buffalo, N. Y., and Pittsburgh, Pa. 
The. question was one of tariff interpretation, the complaint 
alleging that the rates were inapplicable, in violation of section 
6 of the interstate commerce act. 


TANK AGITATOR RATE 


A finding of unreasonableness, an award of reparation, and 
an order requiring the establishment of a new rate not later 
than June 5, have been made in No. 19456, Gilliland Oil Co. of 
New Mexico vs. Santa Fe et al., mimeographed, as to the rate 
on sheet-steel tank agitators, carloads, from Wichita Falls, Tex., 
to Albuquerque, N. M. The Commission, by division 4, has 
found the rate unreasonable to the extent it exceeded or may 
exceed $1.55, to which basis reparation is to be made. 


ABANDONMENT AUTHORIZED 


The Commission, by division 4, in finance No. 6401, aban- 
donment of line by Thornton & Alexandria, has issued a cer- 
tificate authorizing the applicant to abandon, as to interstate 
and foreign commerce, of that part of its railroad, in Calhoun 
county, Arkansas, between Thornton and Rock Island Junction, 
a distance of about 13 miles. The application has been denied 
as to the part between Tinsman and Hampton, through Rock 
Islaud Junction. The Commission said as to the last mentioned 
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part of the line its abandonment should not be authorized with. 
out more conclusive evidence than now before the Commission. 


LONGVIEW TRACKAGE CASE 


The Commission, by division 4, in Finance No. 6523, operat- 
ing under trackage rights by the Northern Pacific et al., hag 
issued a certificate authorizing operation under trackage rights 
by the Northern Pacific Railway Co., the Great Northern Raijl- 
way Co., and the Oregon-Washington Railroad & Navigation Co, 
of the line of railroad of the Longview, Portland & Northern 
Ry. Co. between Longview Junction and Olequa, Wash. The find. 
ing is a reversal of that in 111 I. C. C. 689, wherein the Com.- 
mission denied a similar application on the ground among 
others, that the safety of operating the pooled trains over the 
L. P. & N., and especially over its draw bridge spanning the 
Colwitz River, was open to question. In the present report the 
Commission said the record showed that the physical condition 
of the L. P. & N. had been substantially improved in the last 
three years and that applicants’ engineers were satisfied that 
the line and the bridge were absolutely safe for the operation 
of the pooled trains. 


FINANCE APPLICATIONS 


Finance No. 6843. Kansas City & Grandview Railway Co. asks 
authority to issue $3,000,000 of bonds and the Kansas City Southern 
asks authority to assume obligation and liability by guaranteeing the 
payment of the principal and interest on the bonds. It is proposed 
to sell the bonds at 94% per cent of their principal amount if they 
bear interest at the rate of 4% per cent, and at par if they bear in- 
terest at 5 per cent. No arrangements for sale have been made. 

Finance No. 6844. Kansas City Southern asks authority to acquire 
control of the Kansas City & Grandview Railway Co., by lease, under 
paragraph 2 of section 5 of the interstate commerce act. Applicant 
now owns all the capital stock, excepting qualifying shares, of the 
Grandview company. 

Finance No. 6833. Hill City Railway Co. asks authority to abandon 
its line between Hill City and Mississippi Junction, Miss. 

_ Finance No. 6834. Supplemental application of Interstate Railroad 
Co. to issue $213,700 of capital stock as a stock dividend against the 
same amount invested in its Guest River extension. 

Finance No. 6841. Burlington, Muscatine & Northwestern Railway 
Co. asks authority to issue 1,000 shares of stock of the par value of 
$100 a share for the purpose of paying for railroad property formerly 
owned by the Muscatine, Burlington & Southern Railway Co. and 
later acquired by True, Webber & Co. and E. L. Tobie. The rail- 
road extends from Muscatine to Burlington, Ia., a distance of 53.8 
miles. Its abandonment was authorized by the Commission and it was 
sold at sheriff’s sale on April 17, 1925. The applicant is acquiring 5.5 
miles of main line and 5.6 miles of switch tracks ef the railroad to 
serve industries and gravel pits in and about Muscatine, Ia. 

Finance No. 6829. Seaboard Air Line asks authority to abandon 
its ‘“‘Welcome Spur’’ extending from Welcome Junction to Welcome, 
Fla., a distance of 2.26 miles. 

Finance No. 6830. Seaboard Air Line asks authority to abandon 
its ‘Fenwick Island Spur Track” in Colleton county, N. C., approxi- 
mately 8 miles long. 

; Finance No. 6831. Chicago & North Western asks authority to 
issue and sell $2,145,000 of 4% per cent equipment trust certificates 
at the best price obtainable in connection with acquisition of 9 
electro motive cars, 25 caboose cars, 100 gondola cars, 500 flat cars and 
500 steel hopper cars. . 

Finance No. 6765. Supplemental application of Oregon Electric 
Railway Co. to be substituted for Linn County Logging & Lumber 
Railway in this proceeding and for authority to construct the line 
of railroad in Linn county, Ore., described in the application of the 
Linn County Logging & Lumber Railway heretofore filed in this 
proceeding. 

Finance No. 6835. Pennsylvania Railroad Co. asks authority to 
issue and sell not exceeding 1,248,165 shares of its capital stock, of 
an aggregate par value of $62,408,250, to stockholders at par, $50 a 
share, and to the extent that the stockholders do not take the stock, 
to sell the remainder at the best price obtainable but at not less than 
par. The company said it proposed to issue the stock in order to 
provide capital for necessary additions, betterments and improvements 
to and upon the property of applicant; additional equipment and fa- 
cilities; redemption and payment of its 1920 issue of equipment trust 
certificates; payment of maturing obligations, reimbursement of the 
treasury for similar outlays for capital purposes heretofore made, 
as well as for other proper corporate purposes. It said it proposed 
to offer the stock directly to the stockholders and that there would 
be no contract for underwriting or otherwise made in connection 
therewith. s 

Finance No. 6836. Joint petition of the Mountain States Telephone 
& Telegraph Co. and Peter J. Olson, owner and operator of the Froid 
Telephone Exchange, Froid, Mont., for approval of acquisition by the 
Mountain States of the Olson property. 


UNCONTESTED FINANCE CASES 


Report and certificate in finance No. 6679, authorizing the For- 
dyce & Princeton to abandon, as to interstate and foreign commerce, 
part of a line of railroad in Dallas county, Ark., extending from 4 
point 1.4 miles northwest of Cynthiana in a northwesterly direction 
to Bryant’s Spur, a distance of approximately 3.5 miles, approved. 

Report and order in finance No. 6796, authorizing the Kansas City, 
Fort Scott & Memphis Railway to issue (1) $20,496,500 of refundins- 
mortgage bonds and to pledge them as collateral security for prom- 
issory notes; said notes to be disposed of at not less than their face 
amount and the proceeds used to pay Kansas City, Fort Scott & 
Memphis Railroad consolidated-mortgage 6 per cent bonds, approved. 

Report and order in Finance No. 6621, (1) authorizing the Louls- 
ville & Nashville to procure the authentication and delivery of not 
exceeding $49,503,000 of first and refunding mortgage 414 per cent 
gold bonds, series C; approved. 


PEACH RATE ORDER 


The Commission, in No. 16462, Georgia Peach Growers’ EX- 
change et al. vs. Alabama Great Southern et al., and the cases 
joined with it, has modified the order of February 14, so that 
it will be effective not later than May 20, in so far as it relates 
to peach traffic from North Carolina and South Carolina, 1 
stead of May 10. The order was originally effective on April 20. 
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PIGMENTED LACQUER RATINGS 


In a report on No. 19756, Glidden Co. vs. Akron, Canton & 
Youngstown et al. and No. 20152, American Paint & Varnish 
Manufacturers’ Association et al. vs. Same, Examiner J. J. 
Williams said the Commission should find not unreasonable or 
otherwise unlawful ratings on lacquer in Official, Southern and 
Western Classifications, as applied to pigmented lacquer, except 
that the less-than-carload ratings in the Southern and Western 
Classifications on shipments of the latter, in cans or pails, en- 
closed in barrels or boxes, are unduly prejudicial to the extent 
they exceed by more than one class the contemporaneous less- 
than-carload ratings on paints when packed in like manner. 
The examiner said the complainant had not shown that it had 
been damaged by reason of any undue prejudice which might 
have existed. 

The complaint alleged that the defendants had erroneously 
applied the ratings on lacquer on a commodity sold under the 
trade name “lacq” rather than the lower ratings on paint; or 
that, if the lacquer ratings were applicable, they were unreason- 
able and unduly prejudicial to the extent they exceeded the 
paint ratings. He said the complainant asked, if the lacquer 
ratings were found applicable, for the prescription of reasonable 
and nonprejudicial ratings for the future and reparation. So as 
to avoid appearance of prejudging whether the product was a 
lacquer or a paint, the examiner called it a pigmented lacquer. 
He said it was used principally for finishing automobiles and 
was a development of processes and materials made available 
by the chemical advance made in the war period, the pigmented 
lacquer being distinguishable from older types of lacquers in 
that in them the pigments and colors theretofore used in paints 
and enamels could be used. This new product dries rapidly 
and can be applied by spraying, brushing or dipping. The old 
type or pre-pyroxylin lacquers, made from the fluid of an oriental 
tree, took months to dry. The new type pyroxylin product is 
of low instead of high viscosity. The result of the discoveries, 
in a freight rate sense, has been confusion and uncertainty. 
The examiner’s report said that all parties agreed that there 
was active and direct competition between what he called pig- 
mented lacquer and paint in that the former displaced some 
of the enamels rated as paint. That went to the point of undue 
prejudice against the ratings applied on the so-called pigmented 
lacquers. 

The matter was so complicated that the examiner made a 
reservation in his proposed finding. He said the findings pro- 
posed by him were made without prejudice to a revision of 
the classifications, undertaken by the carrier committees to 
bring mixed paints, lacquers and varnishes into a single classi- 
fication item. 'They propose a carload rating of fifth and third 
for less-than-carloads. Such a unification of the ratings, Wil- 
liams said, would involve a reduction in the lacquer ratings, 
carloads and less-than-carloads, and an increase in the less- 
than-carload rating on paint. 


GRAIN TO ALLENDALE, S. C. 


Examiner Philip S. Peyser, in No. 20019, Allendale Grocery 
Co. vs. Charleston & Western Carolina et al., and parts of fourth 
section application Nos. 708, 1548, and 3965, said the Commis- 
sion should find unduly prejudicial commodity rates on grain 
and grain products and flour from Cincinnati, O., and Louisville, 
Ky., to Allendale, S. C., to the extent they exceed or may exceed 
the rates contemporaneously maintained on like traffic to Bam- 
berg, Orangeburg, Denmark, Barnwall and other points in South 
Carolina with which the complainant, located at Allendale, S. C., 
is in competition. The complaint attacked the rates on grain 
and products, hay, flour, and cottonseed meal, carloads and less 
than carloads, from Ohio and Mississippi River crossings, Vir- 
sinia Cities, southeastern and Mississippi Valley points to Allen- 
dale. The examiner said the rates, other than those specified, 
sould be found not unreasonable or otherwise unlawful. 


WOODPULP BOARD RATES 

Attorney-Examiner John McChord, in No. 19235, Knoxville 
Freight Bureau et al. vs. Southern et al., said the Commission 
should find unreasonable and unduly prejudicial the rates on 
woodpulp board, carloads, from Knoxville, Tenn., to Boston, 
Mass. New York, N. Y., Baltimore, Md., Philadelphia, Pa., 
Washington, D. C., and points taking the same rates, to the 
extent they exceeded or might exceed the contemporaneous rates 
from Canton, N. C., to points in Trunk Line territory. He said 
reparation should be awarded. 


COTTON RATE INAPPLICABLE 


Examiner William A. Maidens, in No. 20112, Raleigh Savings 
Bank and Trust Co. vs. Atlantic Coast Line et al., said the 
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Commission should find inapplicable the rate charged on cotton, 
carloads, in bales, moving interstate from Angier, N. C., to 
Spray, N. C., in 1924, under the principle enunciated in the 
Sligo case, 62 I. C. C. 648, and 73 I. C. C. 551. He said the Com- 
mission should find that the applicable rate was 67.5 cents. A 
rate of 85.5 cents was assessed. 


PLAIN BAR STEEL RATES 


Examiner R. J. Olentine has recommended the dismissal of 
No. 20204, Denver Rock Drill Manufacturing Co. vs. New York 
Central et al., on a finding that the rates and minima on plain 
bar steel, carloads, from Syracuse, N. Y., and Milwaukee, Wis., 
to Denver, Colo., are not unreasonable or otherwise unlawful. 
The complaint alleged that the rates and minima unduly pre- 
ferred fabricated steel articles because, west of the Mississippi, 
where the factors used in making combinations were alternates 
based on different minima, the minimum on the plain bars was 
higher than on the fabricated articles. Complainant contended 
that a higher minimum on plain bars, a raw material, than on 
fabricated structural iron, a manufactured product, in connec- 
tion with the same lower alternate rate, was unreasonable. A 
minimum of 60,000 pounds in connection with the lower alternate 
rate, the examiner said, was ‘sought. Olentine said it was not 
unusual for the minimum on a raw material to be higher than 
the minimum on its product. He said the minimum was fixed 
in the light of its loading. 


HEAVIER OIL RATES 


Examiner T. P. Wilson has advised the Commission to dis- 
miss No. 19858, Aetna Oil Service, Inc., vs. Baltimore & Ohio 
et al., on a finding that the rates on crude, fuel, and gas oils 
from points in Kentucky to Cincinnati, O., are not unreasonable 
or otherwise unlawful. 


LUMBER OVERCHARGED 

Examiner W. K. Berryman has recommended the dismissal 
of No. 20127, Watters-Tonge Lumber Co. vs. Gulf & Ship Island 
et al., on a finding that the rate charged on a shipment of pine 
lumber from Columbia, Miss., to Mt. Vernon, Ky., in 1925, was 
inapplicable, that the applicable rate was 27 cents and that, 
therefore, it was not necessary to consider the reasonableness 
of the rate of 35.5 cents imposed on the shipment. He said the 
Commission should direct the refund of the overcharge. 


LUMBER MISROUTED 


A finding of misrouting and an award of reparation have 
been recommended by Examiner E. P. Hurley in No. 19916, 
Standard Lumber Co. vs. Big Four et al., as to a carload of 
lumber shipped from Columbia, Miss., to Detroit, Mich., re- 
consigned to Rockwood, Mic in 1924. He said that the De- 
troit, Toledo & Ironton misréuted the car, which was marked 
for Michigan Central delivery. Hurley said the record was 
persuasive that neither tender of delivery nor actual delivery 
was made by the D. T. & I., although it appeared that that road 
inquired of the Michigan Central, shortly after the arrival of 
the car, whether the latter had any disposition orders. The re- 
ply was in the negative, so the D. T. & I. retained the car in 
its possession. Hurley recommended reparation of $113.72 on 
that car, demurrage and a charge of 12 cents for an out-of-line 
haul having been assessed in addition to the applicable 43-cent 
rate. 


LUMBER RATES APPLICABLE 
Examiner A. E. Later has recommended the dismissal of 
No. 19548, Home Builders’ Supply Co. vs. Atlantic Coast Line 
et al., on a finding that the rates charged on lumber, eight car- 
loads, shipped from Ariton, Brundige, Daleville, and Alba, Ala., 
and Albany, Ga., to Lakeland, Fla., in 1925 and 1926, were ap- 
plicable and not unreasonable. 


RATE ON BRICK 
Examiner E. J. Olentine has proposed the dismissal of No. 
20199, Busse Brick Co. vs. Louisville & Nashville, on a finding 
that the rate on brick, from Latonia, Ky., to Cincinnati, O., is 
not unreasonable or otherwise unlawful. The rate situation was 
alleged to prefer shippers of brick within the switching limits 
of Cincinnati. 


SAND AND STONE RATES 


Attorney-Examiner George M. Curtis, in No. 19841, Cumber- 
land Cement & Supply Co. vs. Baltimore & Ohio et al., has recom- 
mended that the Commission find unreasonable, but not unduly 
prejudicial, the rates on sand and crushed stone, carloads, from 
Cumberland, Md., to destinations in Maryland, Pennsylvania, 
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and West Virginia, west of Cumberland, to the extent they 
exceed or may exceed the rates contemporaneously maintained 
on sand and gravel from Pittsburgh and points in Pittsburgh 
territory to destinations in West Virginia, subject to the sub- 
joined scale as maximum for single-line hauls, 20 cents per net 
ton to be added for joint-line hauls which do not involve a mere 
switching service. Curtis said that in computing distances under 
the proposed scale, the shortest routes via existing connections 
for the interchange of traffic should be used, embracing as a 
maximum the lines of not more than three line-haul carriers. 


Rate Rate 

Distance (Cents) Distance (Cents) 

20 miles and under........... 6 125 miles and over 100......... 110 

40 miles and over 20......... 70 150 miles and over 125......... 120 

60 miles and over 40......... 80 175 miles and over 150......... 130 

80 miles and over 60......... 90 200 miles and over 175......... 140 
100 miles and over 80......... 106 


The complaint also covered engine sand produced by crush- 
ing rock. The other sands involved were those taken from 
river and creek beds. As to the engine sand, Curtis said the 
Commission should find the assailed rates unreasonable to the 
extent they might exceed the rates recommended for applica- 
tion on sand and crushed stone by more than 20 cents per net 
ton. 


LIVE POULTRY RATES 


Examiner Kenneth J. McAuliffe has recommended the dis- 
missal of No. 19994, George M. Brooks & Co. et al. vs. Illinois 
Central et al., on a finding that the third class rates charged 
on live poultry, carloads, from designated ‘points in Illinois, 
Kentucky and Tennessee to New Orleans, La., are not unrea- 
sonable. 


RADIO CABINET WEIGHT 


Examiner Riley A. Gwynn, in No. 20082, H. C. Noll vs. Rock 
Island et al., has recommended that the Commission find un- 
reasonable the minimum weight applied and the charges col- 
lected on radio cabinets, with built-in loud speakers, carloads, 
from Red Lion, Pa., to Omaha, Neb., prescribe a new weight 
not exceeding 12,000 pounds, subject to rule 34, and award rep- 
aration. The complaint covered shipments made between Sep- 
tember 22, 1926, and December 16, 1926. The complainant con- 
tended that it was impossible to load the minimum of 16,000 
pounds, subject to rule 34, which was in effect. 


RATE ON SAND 


Examiner R. M. Brown-has proposed the dismissal of No. 
19625, Independent Sand Co. et al. vs. ‘Santa Fe, on a finding 
that there was no damage resulting from a rate on sand from 
Lawrence, Kan., to Kansas City, Mo., which, he says, should 
be found unduly prejudicial prior to February 28, 1927. Brown 
said the rate should be found not unreasonable. The undue 
prejudice has been removed, hence no action for the future is 
necessary. 


CAST IRON RADIATOR RATE 
Examiner F. D. Binkley has proposed the dismissal of No. 
20228, I. E. Dunn et al. vs. Santa Fe et al., on a finding that 
the rate on cast iron radiators and steel heating boilers, in 
mixed carloads, from Kansas City, Mo., to Elida, N. M., is not 
unreasonable. 


GAS MANTLE RATINGS 


Examiner R. M. Brown has advised the Commission to dis- 
miss No. 19659, Coleman Lamp & Stove Co. vs. Santa Fe et al., 
on a finding that the any-quantity ratings on gas mantle, in 
cartons, in boxes, in Official, Southern, and Western classifica- 
tions, are not unreasonable for application to the rag mantles, 
in less than carloads, manufactured by the complainant. Rag 
mantles are made of cotton thread, loosely knit into tubular 
form, closed at one end and treated with a chemical sofution. 


LUMBER OVERCHARGE 


Examiner W. K. Berryman has recommended that the Com- 
mission will find in No. 20038, Hall Lumber Co. vs. L. & N. et al., 
that five carloads of lumber shipped from Brewton, Ala., to Toc- 
coa, Ga., in 1927, were overcharged, direct the refund of over 
charges and dismiss the complaint. Berryman said that the 
Commission should find the applicable rate was $19.50 per car 
from Atlanta, Ga., to Toccoa. 


PULPWOOD RATE 


Examiner H. L. Main has proposed the dismissal of No. 
20117, J. Fred Amsden vs. Temiskaming & Northern Ontario 
et al., on a finding that there was lack of proof of damage in 
regard to a claim for reparation based on an alleged violation 
of the aggregate of intermediates part of section 4. The com- 
plaint was in regard to the charges on 20 carloads of pulpwood 
from Nellie Lake, Niddville and Devonshire, Ontario, to Lock- 
port, N. Y., shipped in 1925 and 1926. The complainant, the 
examiner said, did not allege unreasonableness and, therefore, 
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the examiner said, it was incumbent upon the complainant to 
show damage, and that he had failed in that respect. 


CEDAR POLES OVERCHARGE 
Examiner Jesse C. Harraman, in No. 20095, Page & Hill Co. 
vs. Chicago, Milwaukee & St. Paul et al., says the Commission 
should find not unjust, unreasonable, or unduly prejudicial, the 
rates on a carload of cedar poles shipped from Minnesota Trans. 
fer, Minn., to Blackburn, Mo., originally shipped from Ione, Wash. 
He said the Commission should find that the car was overcharged 
to the extent that the charges exceeded those which would 
have accrued at the applicable rate of 77.5 cents. 


SALT RATE UNREASONABLE 


In a proposed report in No. 19988, Meridian (Miss.) Traffic 
Bureau for Merchants’ Specialty Co., vs. Gulf, Mobile & North- 
ern et al., Examiner S. A. Aplin has recommended that the Com. 
mission find unreasonable a rate of $5.225 per net ton on salt, 
carloads, from Weeks Island, La., to Meridian, Miss., to the 
extent it exceeds a rate of $4.60. The shipments involved in 
this case were made between August 13, 1925, and May 5, 1927. 
The recommendation was based upon Mississippi Railroad Com- 
mission vs. Alabama & Vicksburg, 102 I. C. C. 540, and 120 
I. C. C. 569. The examiner said the record in this case did not 
warrant a conclusion different from that reached, as to the 
reasonableness, in the case mentioned. " 


RATES ON APPLES, PEARS, ETC. 


Examiner Albert A. Mattson, in No. 20323, Mesa Orchard 
Co. et al. vs. Oregon Short Line et al., said the Commission 
should find not unreasonable but unduly prejudicial the carload 
rates on apples, pears, and peaches, from Mesa, Council, Plaza, 
Homedale, and Erb, Idaho, and Brogan, Ore., to points in Cali- 
fornia, Colorado and all points east thereof, to and including 
Chicago, Ill., St. Louis, Mo., and New Orleans, La. He said 
the Commission should find that the maintenance by defendants 
of blanket rates on the commodities mentioned from Weiser, 
Malheur Junction, Emmett and Nyssa, lower than the rates con- 
temporaneously maintained on like traffic from points on the 
Pacific & Idaho Northern, Brogan on the Brogan branch, Home- 
dale, and Erb on the Nyssa-Erb branch, and Plaza on the McCall 
branch to the same destinations, resulted in undue prejudice 
against the branch line points and undue preference of Weiser, 
Malheur Junction, Emmett and Nyssa to the extent of the dif- 
ferences in such rates. 


GRAIN AND PRODUCTS RATES 


Examiner Martin J. Walsh has recommended the dismissal 
of No. 19212, Oklahoma Wheat Growers’ Association et al. vs. 
Abilene & Southern et al., on a finding that the rates. on grain 
and grain products from points in Oklahoma to destinations in 
Texas are not unreasonable. The report covers two sub-nun- 
bers, Same vs. Same, and Homebuilders’ Shipping Association vs. 
Abilene & Southern et al. The rates were alleged to be unrea- 
sonable and unduly prejudicial but the undue prejudice allega- 
tion, Walsh said, was abandoned at the hearing. 

Complainants, the report said, sought reparation on ship- 
ments moving between August 5, 1922, and October 11, 1925. 
The complaints were filed informally in July and August, 1926. 
Walsh said the number of shipments and the amount of repara- 
tion were not definitely stated, but that it was estimated that 
the shipments on which reparation was claimed exceeded 18,000 
cars, and might possibly reach 30,000 cars. The amount of 
reparation, it was estimated, would range from a minimum of 
$220,000 to double that amount. 

Walsh said the issue was based on the interpretation of 
the findings in Oklahoma Corporation Commission vs. A. & §., 
69 I. C. C. 207, decided June 5, 1922, in respect of the manner 
of computing distances. Walsh said the complaints were not 
filed in this case until more than four years after the rates 
were published although hundreds of shipments were made 
every month after the rates assailed were established. He 
said it was reasonable to assume that if shippers thought over- 
charges were being collected complaints would have been filed 
at an earlier date. He said there might be instances where the 
defendants had not computed distances via the short-line reason- 
able and workable routes, but, if so, he said, such instances had 
not been specifically referred to by the complainants. 


BALTIMORE PORT CASE 


Attorney-Examiner R. N. Trezise, in a proposed report in 
No. 18715, Baltimore Chamber of Commerce vs. Ann Arbor et al. 
the so-called port differential case, has recommended a big 
increase in the differentials, Baltimore under New York, and 
Philadelphia under New York. He has recommended that the 
export and import rates on general commodities, except coal, 
between differential territory and Baltimore, be found unreasoD- 
able and unduly prejudicial to Baltimore to the advantage of 
New York; a like finding as to export rates on all-rail grain 
from differential territory to Baltimore and Philadelphia in 
comparison with New York; and a similar finding as to export 
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rates on ex-lake grain from Buffalo to Baltimore and Phila- 
delphia. 

Trezise recommends that the differential on general com- 
modities rated fourth class and higher between differential 
territory and Baltimore be made 6 cents less than the rates to 
New York; and that the differential on general commodities 
rated fifth class and lower, except on grain and coal, but in- 
eluding flour, be made, Baltimore 5 cents under New York. 

As to rates on grain, the examiner recommended that the 
all-rail rates on grain from differential territory to Baltimore 
be made 3.5 cents less than those to New York; that the all-rail 
rates on grain to Philadelphia, be made 3 cents less than to 
New York; and that the rate on ex-lake grain from Buffalo to 
Baltimore and Philadelphia be made 2 cents less than to New 
York. 

Trezise said that the present record did not afford sufficient 
evidence to adjust differentials to ports other than those named, 
and that the findings herein should be without prejudice to those 
that might subsequently be reached in No. 12681, the general 
port terminal case. 


The examiner has attached an index to his report, which 
is a volume of 92 pages, so that those interested may find where 
he has treated certain phases of the case with the minimum of 
trouble. That index shows a definition of the issues, interven- 
tions, a description of the differential territory, the port differ- 
ential adjustment, discussion of line-haul rates, line-haul trans- 
portation conditions, earnings under line-haul rates, natural 
advantages of Baltimore, economic value of the present 3-cent 
differential on the upper classes, terminal facilities at Baltimore 
and New York, cost of accessorial or terminal services at Balti- 
more and New York, cost at contract terminals, grain facilities 
at Baltimore and New York, cost of handling grain, cost of 
switching at Baltimore and New York, the basis of the present 
differentials, volume of exports and imports through Baltimore 
and New York, New York barge canal, ocean rates, purpose of 
the port differential agreement of 1877, Baltimore’s advantage in 
terminal costs, complainant’s rate theory as to ex-lake and all- 
rail grain rates, complainant’s arguments on the carrier request 
for increased rates, segregation of accessorial or terminal 
charges from line-haul rates, the western interveners, the Phila- 
me interveners, Boston interests, the conclusion, and the 

ndings. 


In respect of the port differential situation, there is probably 
as much literature as on any other phase of freight rates in the 
United States. The examiner touched upon all phases of it, 
including the new idea introduced by Baltimore and Philadelphia, 
i. e., the proposition that on account of the asserted greater cost 
of performing terminal services in New York, there should be 
some allowance in the rates to Baltimore and Philadelphia re- 
flecting that difference in costs. One of the methods proposed 
was the separation of line-haul and terminal charges. The ex- 
aminer did not accept that. The examiner said that the proceed- 
ing presented a very old problem, but in a unique manner. His 
conclusions and findings are as follows: 


The proceeding presents a very old problem but in a unique 
manner. It deserves the most careful consideration as to what 
remedy, if any, can be applied. The record fully establishes that 
the differentials are the outgrowth of rate wars between the carriers 
serving the respective ports, established as a compromise to termi- 
nate those wars. The Commission is now vested with powers to pre- 
vent rate wars. The record shows that New York will always be a 
great port in any adjustment of rates which takes into consideration 
distance or accessorial costs. It has acquired many advantages, 
whether fostered by the present differentials, by natural location, or 
by the influences of strong trunk lines that found it to their ad- 
vantage to accept less net revenue for the rail service than accrues 
under the rates to Baltimore. Naturally, the competition between 
the north Atlantic ports has been very keen for half a century. In 
view of the showing made by complainant as to the great difference 
J accessorial or terminal costs at Baltimore as compared with New 
_ and the Commission’s views expressed in the Maritime case, 95 
he C. 539 and 126 I. C. C. 199, that the line-haul rate should carry 

e shipment to the end of the rails with a separate charge for 
par services beyond the rails, it would seem that the rail carriers may 
aa that any view other than the one favoring no change in the 
differentials might be interpreted to express a preference or prejudice 
or some particular port. It may be observed that many of complaih- 
ant’s witnesses were railroad officials who either were subpoenaed 
or appeared as the result of a notice of the Commission that com- 


plainant would request that th 
arg q ey be subpoenaed unless they appeared 


‘ The fact that the export rates to New York are higher than 
0 Baltimore does not indicate that the carriers to New York are 
receiving more net revenue than accrues unger the lower rates to 
altimore, or that the net revenue of the carriers would be de- 
creased if more traffic moved under the lower rates. The very 


Opposite of the foregoing apparently would be true. It may be. 


appropriate here to state that apparently complainant is not ask- 
ing that the rates on general commodities to Baltimore be fixed 
on a basis of the difference between the terminal costs at Balti- 
more and New York, for if such a request were granted under 
og present 3-cent differential for the rail service complainant would 
. asking for a differential of about 11.5 cents per 100 pounds under 
the New York rates, composed of the regular 3-cent differential for the 
= transportation, which the Commission has previously stated is 
adequate on the basis of distance, plus the difference in accessorial 
or terminal costs at the two ports of 8.5 cents. While complainant is 
juersetic in showing that the present 3-cent differential is wholly 
inadequate for Baltimore under New York in view of the difference 
4 distance, it does not seriously oppose that differential provided 
galtimore is given an additional 3-cent advantage because of the 
-5-cent difference in accessorial or terminal costs. In other words, 
fomblainant asks, not for equalization in view of the difference in 
erminal costs, but that the difference in costs at the two ports 
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of 8.5 cents r 100 pounds be recognized merely to the extent of 
3 cents per 100 pounds, or about 35 per cent of the difference. 

The position of defendants and the port authority seems to be 
that the adjustment asked by Baltimore if adopted would deprive 
Norfolk and Newport News, Va., of the Baltimore basis of rates; 
that it would deprive Boston and St. John of the New York basis; 
and that it would change the rate to Halifax and Montreal. Whether 
such consequences would result, and whether such considerations 
should actuate the Commission in again dismissing the port differ- 
ential problem because of the effect upon other rates deserves pro- 
found thought. It is a foregone conclusion that if there is ever any 
change in the relationship between Baltimore and New York, naturally 
cae ype | changes might be required to other points. Certainly, 
there is no excuse for continuing a rate adjustment perpetually merely 
because a correction in it would require readjustment of other rates. 
It is apparent from the present record that there is little justification 
for the present differentials on first and second class of 3 cents 
Baltimore under New York on export and 8 cents on import traffic. 
The lower differentials should apply on the lower class of traffic. If 
any definite step is to be taken in the direction of adjusting the 
differentials to reflect tangible conditions it should be done on this 
record where we have for the first time the accessorial costs shown 
at New York as distinguished from the lower coses at other north 
Atlantic ports. 

Complainant asks for certain differentials under New York re- 
gardless of their effect upon other ports, or upon the Great Lakes 
transportation companies. It is observed that the Great Lakes trans- 
portation companies did not manifest an interest in the proceeding 
to the extent that any of them intervened. The rail carriers merely 
request that nothing be done which will change the present differ- 
entials. The port authority seeks to minimize the greater costs 
of accessorial services at New York than at Baltimore, and defends 
the present differentials on the theory that the lighterage at New 
York is performed merely in lieu of ep | at Baltimore, whereas 
the record supports a conclusion that the lighterage at New York 
is in addition to the switching from the classification yards to the 
water fronts. 

To summarize: The ultimate fact which should not be lost sight 
of is that although rates from central territory to New York have 
been increased 1928 over 1915 about 89 per cent, the differential of 
3 cents, Baltimore under New York, applicable on general export 
traffic, has been stationary. There are at least three methods of 
computation which would indicate that Baltimore is entitled to a 
differential of 6 cents under New York, first, by ag tg! to the 3-cent 
differential the general rate of increase that has been applied to the 
rates to New York since 1915; second, upon the decreased value of 
the 3-cent differential from the standpoint of the dollar to be used 
in the purchase of transportation; and third, upon the decreased value 
of the 3-cent differential in its purchasing power of commodities in 
general, as previously explained. Complainant does not base its re- 
quest for increased differentials upon any one of these three calu- 
lations. It does ask that an increase of 3 cents be made in the pres- 
ent differentials in view of the greater accessorial costs by 8.5 cents 
at New York than at Baltimore. As the general percentage increases 
since 1915 have been applied directly to the New York basis of rates 
rather than directly to the Baltimore basis, it would appear that there 
could be very little merit to any contention that the New York rates 
are less than compensatory. The Baltimore rates are a greater 
percentage of the New York rates than ever before except possibly 
for a short period during federal control when the differential basis 
in some instances was disrupted. 

A possible solution to this perplexing problem of differentials 
would be the wiping out of the differential plan entirely and the 
establishment of the same rates for the rail service to both Balti- 
more and New York. In accordance with such a plan it has been 
shown that the through charge on shipments to New York, ship- 
side delivery, would be at least 8.5 cents per 100 pounds more 
than to Baltimore, having regard for the difference in accessorial or 
terminal costs. The two objectionable features of this possible solu- 
tion are, first, the total disfegard of distance, and second, the fix- 
ing of charges strictly upon the difference in accessorial or terminal 
costs. Some regard should be had for the keen competition between 
the rts, and it is thought that the difference in distance and 
terminal costs should, at least to some extent, be disregarded. The 
present differentials may sufficiently disregard distances so far as the 
rail service to the two ports is concerned, but it would appear that 
a further regard should be had for the great difference in acces- 
sorial or terminal costs. 


Section 1 of the act declares that rates shall be just and rea- 
sonable, and also declares every unjust and unreasonable rate unlaw- 
ful. It requires that rates shall not only be reasonable per se but 
that they must be just and reasonable in their relation to other 
rates on like traffic in the same general territory that afford a proper 
standard of comparison. The interstate commerce act, as amended 
by the transportation act, 1920, empowers the Commission, after full 
hearing, to determine and prescribe what will be a just and rea- 
sonable rate to be thereafter observed, or the maximum or minimum, 
or maximum and minimum, to be charged. In this connection the 
Commission stated in Salt Cases of 1923, 92 I. C. C. 388, at page 410: 

“If the minimum rate making power were intended by Congress 
to be used only in cases where the rate assailed had been proven 
with arithmetical exactitude to be less than the cost of the service, 
the grant of that power would be ineffectual, because such a test of 
exact cost of service is impracticable of application to specific rates 
on a single commodity, and this has been recognized by the Supreme 
Court of the United States. 


“The act prescribes no different test or standards for determina- 
tion of just and reasonable minimum rates than for just and rea- 
sonable maximum rates. And there is nothing in the act which 
either directs or implies that we should use tests of different gen- 
eral character in the determination of reasonable minimum rates than 
those which we have consistently and uniformly applied for many 
years, with the tacit consent and sanction of the Congress and the 
express approval of the courts, in fixing maximum reasonable rates.”’ 

The present’ record is ample upon which to fix maximum and 
minimum export and import rates both to Baltimore and New York. 
This is true not because the record establishes the. actual cost of 
the service on every commodity under the line-haul rates to the ports, 
but for the reason that rates that have been in effect for so long 
a period and increased so consistently with the fluctuating dollar 
value since 1915 must presumably be reasonable rates unless that 

resumption is overcome. That presumption applies to the New 
ork rates but is amply rebutted as to the Baltimore rates. If the 
evidence means anything it establishes that the New York accessorial 
or terminal costs have been injected into the Baltimore rates and that 
greater percentage increases than applied to the New York rates 
have been <oee to the Baltimore rates. In view of the evidence 
in the proceeding and the fact that the important issue is a rela- 
tionship of rates it is deemed unnecessary to prescribe other than 
maximum reasonable rates from Baltimore and their proper relation- 
ship to the New York rates. 

The Commission should find: 
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1. That the export and import rates on general commodities rated 
fourth class and higher between differential territory, as defined here- 
in, and Baltimore are and for the future will be unreasonable and 
unduly prejudicial to Baltimore and unduly preferential of the port of 
New York to the extent that they exceed or may exceed rates that 
are 6 cents per 100 pounds less than the rates contemporaneously 
maintained by defendants on like traffic between differential territory 
and New York; 

2. That the export and import carload rates on general com- 
modities rated fifth-class and lower, except on grain and coal.but 
including flour, in carloads, are and for the future will be unrea- 
sonable. and unduly prejudicial to Baltimore and unduly preferential 
of the port of New York to the extent that they exceed or may 
exceed rates that are 5 cents per 100 pounds less than those con- 
temporaneously maintained by defendants between differential terri- 
tory and the port of New York; 

3. That the all-rail rates on grain, in carloads, from differential 
territory to Baltimore, for export, are and for the future will be un- 
reasonable and unduly prejudicial to Baltimore and unduly prefer- 
ential of the port of New York to the extent that they exceed or 
may exceed rates that are 3.5 cents per 100 pounds less than those 
contemporaneously maintained by defendants on like traffic from 
the same origins to New York; 

4. That the all-rail rates on grain, in carloads, from differential 
territory to Philadelphia, for export, are and for the future will be 
unreasonable and unduly prejudicial to Philadelphia and unduly préf- 
erential of New York to the extent that they exceed or may exceed 
rates that are 3 cents per 100 pounds less than fhose contemporane- 
ously maintained by defendants from the same origins to New York; 

5. That the export rates on ex-lake grain, in carloads, from 
Buffalo, N. Y., to Baltimore and Philadelphia are and for the ‘u- 
ture will be unreasonable and unduly prejudicial to Baltimore and 
unduly preferential of the port of New York to the extent that 
they exceed or may exceed rates that are 2 cents per 100 pounds 
less than those contemporaneously maintained by defendants on like 
traffic from the same origin to New York; 

6. That the present record does not afford sufficient evidence 
to adjust differentials to other ports than those named in the 
findings. a 

The findings herein are without prejudice to those that may 
any be reached in the general port terminal case, Docket 
No. 12681. 


COAL FROM ILLINOIS 


Attorney-Examiner Alfred G. Hagerty, in No. 17330, Illinois 
Coal Traffic Bureau vs. Arkansas Valley Interurban et al., a sub- 
number, Same vs. Same, and No. 18025, Old Ben Coal Corpora- 
tion vs. Alabama & Vicksburg, has recommended a revision of 
rates on coal from points in the Illinois mining districts to 
destinations in Iowa, Kansas, Missouri, and Nebraska, largely in 
accordance with the scale established in the Holmes & Hal- 
lowell case, 69 I. C. C. 11., on findings of unreasonableness and 
undue prejudice. He recommended that to the extent that rates 
on prepared sizes of soft coal and on screenings or slack were 
voluntarily maintained upon a basis differentially lower than the 
maximum reasonable rates concurrently maintained on lump or 
mine-run coal, the lower rates should be uniformly related to 
the standard maximum scale by not less than 90 per cent on 
prepared sizes and 85 per cent on screenings or slack. 


Hagerty said the three complaints brought in issue the law- 
fulness of the rates on bituminous coal from the Illinois mining 
districts to the destination states mentioned. He said that by 
appropriate action the commissions of Kansas, Nebraska, South 
Dakota and Wyoming, also other interests, including traffic and 
coal operators’ organizations, as well as individual shippers and 
dealers, intervened. Pf : 

Hagerty called the title complaint the fine coal complaint. 
The sub-number he called the Kansas-Nebraska case, and the 
Old Ben Coal Corporation complaint he referred to as the Iowa- 
Missouri case. 


As to the interveners, Hagerty said the coal operators in 
southwestern and western producing districts, also the rate 
regulating tribunals of Kansas and Nebraaska, opposed relief 
upon the general ground that the rates and practices were 
neither unjustly discriminatory nor unduly prejudicial against 
Illinois or unduly preferential of the competitive producing dis- 
tricts. He said that they denounced, as impracticable, the sug- 
gested uniformity of tariff description and rate differentials as 
related to the prepared sizes and urged that under present 
comparative rate levels, no undue advantage was available to 
them against the Illinois producing districts. Intervening coal 
organizations from the fifth and ninth coal districts in Illinois 
supported the complaint, Hagerty said. The defendants, gen- 
erally, he said, opposed relief on the assumption that the relief 
if granted, would result in extensive rate reductions. They said 
they could not stand any reductions because their present rail- 
way operating income was not reasonably adequate and that the 
proof presented did not sustain the allegations of the complaint. 
Hagerty recommended that the Commission should find that: 


1. Lack of uniformity in the relative proportions by which rates 
on prepared sizes of bituminous coal, and fine coal, are less than the 
rates contemporaneously applicable on lump coal—also lack of uni- 
formity in the tariff descriptions of different sizes upon which the 
= + pang = Fagen ate rise I ——_ which, in some 
circumstances, resu n preference an rejudice of the kind pro- 
hibited by statute. . _ “ 

2. From Illinois to Iowa, Kansas, Missouri and Nebraska, bi- 
tuminous coal rates here in issue are unduly prejudicial to the extent 
that the rates on nut coal, and on screenings or slack, exceed in 
level for comparable distances the rates concurrently applicable on 
those same grades or sizes of coal from southwestern and western 
producing districts to the same consuming markets. 

3. From Illinois to the eastern sections of both Kansas and Ne- 
braska, defined as Scale HII territory in Western Cement Rates, 69 
I. C. C. 644, but not including west bank Missouri River cities from 


‘ 
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Omaha to Kansas City, inclusive, the applicable bituminous coq] 
rates here in issue on all sizes are unreasonable; and for the future 
maximum reasonable rates on all sizes shall be the same, in level, 
as the maximum reasonable bituminous coal rates prescribed in the 
Holmes & Hallowell Co. case, supra. 

4. From Illinois to the southern half of Iowa and northern half 
of Missouri, including also west bank Missouri River cities in Kansas 
and Nebraska, from Omaha to Kansas City, the applicable bituminous 
coal rates here in issue on all sizes are unreasonable; and for the 
future maximum reasonable rates on all sizes shall, in level, be 85 
per cent of the maximum reasonable bituminous coal rates prescribed 
in the Holmes & Hallowell Co. case, supra. 

5. From Illinois to points within Scale II territory defined in 
Western Cement Rates, supra, the defendant carriers are expected 
to readjust the applicable rates on bituminous coal, all sizes, so that 
for the future they will not exceed, in level, 85 per cent of the 
maximum reasonable bituminous coal rates prescribed in the Holmes 
& Hallowell Co. case, without disturbing existing rates relations as 
between the several Illinois groups, and by computing the rates for 
average distances from all points within each group over existing 
short-line tariff routes embracing not more than three separate lines 
of railroad; and to follow the same rule as to routes and distances in 
establishing rates for the future from Illinois to Scale III territory. 

6. To the extent that rates on prepared sizes of bituminous coal, 
and on screenings or slack, are voluntarily maintained upon a basis 
differentially lower than the maximum reasonable rates concurrently 
maintained on lump or mine-run coal, the lower rates shall be uni- 
formly related to the standard maximum scale by not less than 90 
per cent on prepared sub-sizes, and 85 per cent on screenings or slack. 

7. To the extent rates on sub-sizes, and screenings or slack, are 
maintained upon a basis differentially lower than the maximum rea- 
sonable rates here prescribed on bituminous coal of all sizes, the 
tariff specifications for the sub-sizes, screenings or slack, shall, as 
nearly as may be, conform to the specifications that contemporaneously 
govern the rate application from the southwestern and western dis- 
tricts; such tariff specifications to be no broader than 

Nut coal: Through 3-inch perforated openings, or the equivalent 
thereof in bar or mesh screens, and over 2.5-inch perforated openings 
or the equivalent thereof in bar or mesh screens. 

Screenings or slack: Through 2.5-inch perforated openings or the 
equivalent thereof in bar or mesh screens. 


HONESDALE BRANCH CASE 


An adverse report has been made by Examiner O. D. Weed, 
in finance No. 6473, proposed abandonment of the Honesdale 
branch line by Delaware & Hudson Company. He suggested 
that the passenger train service might be abandoned or the 
service at least cut down to the extent of having it continued 
by attaching a passenger coach to the freight trains. But he 
said the freight service was of importance to points on the 
branch which would not be rendered by the Erie, which uses 
part of the branch line. 

The line proposed for abandonment extends from Carbon- 
dale to Honesdale, Pa., a distance of 27.12 miles. It is one of 
the oldest railroads in the country. Objections to abandonment 
were made by municipal and civic organizations and coal mine 
operators. The latter withdrew their opposition on the theory 
that they could be served by spur tracks. Much expense of 
maintenance is caused by the necessity for maintaining a con- 
stant watch service to detect sinking of the tracks in the area 
overlying mine workings which have been abandoned and the 
mines “robbed” of their mine props. 

The road was chartered in 1823 as the Delaware & Hudson 
Canal Company. Its name was changed by the Pennsylvania 
legislature in 1899 to the Delaware & Hudson Company. The 
Canal was built in 1828 and the railroad, such as it was, in 1829. 
It was a narrow gauge built to carry coal over the mountain 
for delivery to the canal. The motive power was stationary 
steam engines. The canal was abandoned in 1899. Passenger 
traffic on the railroad was established in 1877. In 1898 and 1899 
the road was built to standard gauge, the gravity line being 
relocated for that purpose. 

Examiner Weed said it would seem that the applicant might 
abandon its passenger train service with little inconvenience 
to the public. The section of the state in which the branch 
lies has fine roads and the branch has undergone the same 
experience as other railroads in the loss of business to the 
automobile truck and bus. 





AGAINST SEABOARD PROPOSAL 


Examiner Thomas F. Sullivan, in a proposed report in 
‘Finance No. 6580, acquisition of control by Seaboard Air Line, 
and Finance No. 6581, acquisition of control by the Seaboard- 
All Florida Railway, has recommended that the Commission 
find on the present record that the acquisition of control of the 
South Georgia Railway Co. by purchase of its capital stock 
and/or by lease of its properties by the Seaboard Air Line have 
not been shown to be in the public interest, and that the present 
and future public convenience have not been shown to require 
the acquisition by the Seaboard-All Florida of the properties 
of the South Georgia Railway Co. 

The South Georgia extends from Adel, Ga., to Hampton 
Springs, Fla., a distance of about 81 miles. The examiner ex 
pressed the opinion that the Seaboard was unduly optimistic 
as to revenue estimates and that the “optimism expressed by 
the Seaboard is not convincing.” He said the wisdom of the 
Seaboard undertaking to proceed with its plan of acquisition 
at this time “is open to question.” Referring to other cases in 
which the Seaboard had been authorized to acquire lines, the 
examiner said the record indicated that, for the present at 
least, rent for leased roads and fixed charges reached the limit 
of safety in 1925 “and until such time as the Seaboard is in 4 
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position to show that the earnings for 1926 were approximately 
normal and not exceptional it should not be permitted to assume 
additional burdens, especially when, as in the instant case, the 
penefit to be derived from such assumption is doubtful.” He 
said that in 1926 the earnings of the Seaboard were probably 
the largest in its history and that in 1927, for reasons not shown 
of record, the earnings dropped sharply, and in that year the 
combined rent for leased roads and interest on funded debt 
exceeded the railway operating income. He recommended that 
the findings be made without prejudice to the right of applicants 
to seek further consideration of the proceeding at such time as 
the earnings of the seaboard and of the South Georgia appeared 
to justify the proposed acquisition. 


SUSPENDED TARIFFS 


In I. and S. No. 3091, the Commission has suspended from 
April 7 until November 7 schedules as published in supplement 
No. 24 to joint tariff Boyd’s I. C. C. No. A-1556 and Speiden’s 
I Cc. C. No. 889. The suspended schedules propose to cancel 
the present proportional commodity rates on cement, carloads, 
between Kansas City, Mo., Omaha, Neb., and points grouped 
therewith, on the one hand, and Cairo and Thebes, IIl., and other 
Ohio River crossings and Memphis, Tenn., on the other, when 
destined to or originating at points in Southeastern and Carolina 
territories, and to apply in lieu thereof higher class rates. The 
following is illustrative, rates being in amounts per 100 pounds: 


From Cairo, Ill., to Kansas City, Mo., present 12%, proposed 2714; 
Omaha, Neb., present 16, proposed 32%. 


In I. and S. No. 3090, the Commission has suspended from 
April 6 until November 6 schedules as published in Supplement 
No. 1 to Maine Central tariff I. C. C. No. C-4175. The suspended 
schedules proposed to cancel the present import commodity 
rate on salt cake, in carloads, and apply in lieu thereof higher 
class rates from Portland to Howland, Maine, as follows: 


Rates in cents per 100 pounds, from Portland, Maine, to Howland, 
Maine, present, 15; proposed, 22.5. 


° 


FINAL VALUATION REPORTS 


Valuation No. 740, Missouri, Oklahoma & Gulf Railway Co. et al., 
opinion No. B-645, 135 I. C. C. 577-632, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $5,812,877; of property owned but not used; $14,500; 
and of property used but not owned, $1,945,000, as of June 30, 1919. 
This report also covers Valuation No. 769, Missouri, Oklahoma & Gulf 
Railway Co. of Texas. The final value of the property of that com- 
pany, for rate making purposes, owned and used for common carrier 
purposes, found to be $243,325, and of property used but “oo. 
$14,500, as of June 30, 1919. The property of the Missouri, Oklahoma 
& Gulf Railroad Co. and the Missouri, Oklahoma & Gulf Railroad Co., 
not given separate valuation docket numbers, is covered by the re- 
port in No. 740. 

Valuation No. 468, Cornwall Railroad Co., opinion No. B-647~# 135 
I, C. C. 653-68, final value, for rate making purposes, of the property 
owned and used for common carrier purposes, found to be $772,000 as 
of June 30, 1917. ; 

Valuation No. 792, St. Joseph (Mo.) Terminal Railroad Co., opin- 
ion No. B-6438, 135 I. C. C. 548-60, final value for rate-making pur- 
poses of property owned and used for common carrier purposes 
found to be $605,590; of property used but not owned, $3,733, and 
of property owned but not used, $120,000, as of June 30, 1917. 

Valuation No. 964, Appalachian Railway Co., opinion No. B-644, 
135 I. C. C. 560-76, final value for rate-making purposes of property 
owned and used for common carrier purposes found to be $172,500; of 
property used but not owned, $13,001, and of property owned but 
not used, $92,000, as of June 30, 1920. 


PETITIONS FOR REHEARING, ETC. 


No. 17860 and 17861, rates on peaches from North and South 
Carolina points. Seaboard Air Line, Norfolk Southern, Aberdeen 
& Rockfish and Pennsylvania petition for modification of report 
and order of Commission. with respect to rates from points in 
North and South Carolina to points in Official Classification 
territory. 

No. 11892, 11893 and 13290, United States War Department, 
Inland Waterways, Miss.-Warrior Service vs. Abilene & South- 
ern et al. Inland Waterways Corp., operating Miss.-Warrior 
Service, petitions for reopening and for further hearing with 
respect to divisions. of joint rates on traffic interchanged be- 
tween complainant, on the one hand, and Baltimore & Ohio and 
its connections, on the other hand, at St. Louis, Mo., and E. St. 
Louis, and Cairo, Ill. 

No. 18957, Muscle Shoals Traffic Bureau vs. Alabama Central 
et al. Defendants request that complainant’s petition for re- 
opening, rehearing and reconsideration by entire Commission 
or reopening, rehearing and reconsideration by division 3 or 
reopening and reconsideration by entire Commission or by 
division 3 be denied. 

No. 17977, Great Southern Refining Co. vs. Akron, Canton 
& Youngstown. Eugene Morris, agent on behalf of carriers, 
Parties to complaint of Great Southern Refining Co., petitions 
the Commission to amend its order dated January 23, 1928, so 
as to permit publication of rates on five days to the Commis- 
Sion and to the public. 

Agent Henry, North Pacific Coast Freight Bureau, has filed 
Petition for modification of fourth section order No. 8890 entered 
April 7, 1924, in Fourth Section Application 12125, rates from 
Portland, Ore., and Seattle and Tacoma, Wash. 
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No. 18464, Austin Powder Co. vs. Wheeling & Lake Erie 
et al. Complainant petitions for reopening therein and recon- 
sideration by the full Commission, on the record as made. 

I. and S. No. 2595, meats and packing-house products to, 
from and between Southwestern and Western Trunk Line points, 
and cases grouped therewith. Southwestern Lines, respondents 
therein, petition for postponement of the effective date of the 
order entered in these proceedings from June 4, 1928, to July 
5, 1928. 

No. 18813, the Wm. S. Merrell Co. vs. Burlington et al., and 
No. 18814, Same vs. Baltimore & Ohio et al. Complainant peti- 
tions for reopening and reconsideration by entire Commission. 

No. 15037, Southwestern Millers’ League et al. vs. Santa Fe 
et al. Defendants petition for reopening and modification of 
order. 

No. 13535, Consolidated Southwestern Cases. Dallas Cham- 
ber of Commerce et al., complainants in No. 14880, petition 
the Commission to require Southwestern Lines serving Texas 
Gulf ports to furnish distribution and destination territory to 
which the traffic is moving that is now tendered to them at 
Texas Gulf ports by the Newtex Steamship Line; and the manu- 
facturers of wrought iron and steel pipe and fittings petition for 
a modification by postponement of the Commission’s order here- 
tofore entered on April 5, 1927, as since amended, in so far as 
said order requires changes in rates on wrought'iron and steel 
pipe and fittings, in carloads, pending further hearing upon the 
question of the lawful rates to be applied on said articles. 

No. 18307, Marvil Package Co. vs. Norfolk Southern et al., 
and No. 18569, the Vineland Basket Co. vs. Pennsylvania et al. 
Defendants, other than Norfolk Southern, petition for rehearing 
and postponement of effective date of orders entered by divi- 
sion 2. 

I. and S. No. 2821, general cancellation of L. C. L. commod- 
ity rates and carload commodity rates in I. F. A., W. T. L., and 
C. F. A. territories. Protestants, the Traffic Bureau of the 
Keokuk Chamber of Commerce, Iowa Fibre Box Company and 
Iowa Can Company, petition for rehearing or argument therein, 
in so far as it relates to “Paper and Paper Articles,” including 
rates on “Corrugated Fibre Boxes,” carloads, “Fibre Cans,” 
carload. 

No. 18923, the Southern Kansas Millers’ Club et al. vs. 
Santa Fe et al. Complainants petition for reopening, reconsid- 
eration, and/or rehearing upon the original complaint. 

No. 18307, Marvil Package Co. vs. Norfolk Southern et al., 
and No. 18569, the Vineland Basket Co. vs. Pennsylvania et al. 
Defendant, Norfolk Southern, petitions for rehearing and post- 
ponement of effective date of the orders entered by division 2. 


COMMISSION ORDERS 


No. 14416, Little Rock Board of Commerce vs. Abilene & 
Southern et al., No. 14695, Patterson Produce Co. et al. vs. 
Abilene & Southern et al., No. 15395, Live Poultry & Dairy 
Shippers’ Traffic Assn. vs. Abilene & Southern et al. Orders 
heretofore entered in these proceedings have been amended so 
as to relieve the said Roby & Northern Railroad from the re- 
quirements thereof. 

No. 20672, Interstate Commerce Commission vs. Kansas City 
Southern, and No. 20672, Sub. No. 1, Interstate Commerce Com- 
mission vs. Missouri-Kansas-Texas. Walter E. Meyer permitted 
to intervene. 

No. 20673, Maritime Contracting Corp. vs. Baltimore & Ohio 
et al. The Port of New York Authority permitted to intervene. 

No. 20672, Interstate Commerce Commission vs. Kansas City 
Southern. The following have been permitted to intervene: 
The Waco, Beaumont, Trinity & Sabine Railway Co. and R. C. 
Duff, Houston, Texas; James P. Logan, R. A. Shivers, E. E. 
Stuckey, W. B. Johnson and F. H. Drunagel, constituting the 
Port Arthur Port Committee, Port Arthur, Texas; J. Austin 
Barnes, Mayor, and E. W. Gross, City Commissioner of Beau- 
mont, Beaumont, Texas; Geo. W. Brown, W. P. H. McFaddin, 
H. W. Gilbert and T. H. Nees, a committee representing an 
organization of Citizens of Beaumont; the Polk County Chamber 
of Commerce, Livingston, Texas; the Trinity Chamber of Com- 
merce, Trinity, Texas; the Groveton Chamber of Commerce, 
Groveton, Texas; Waco Shippers’ Association, Waco, Texas; 
Normangee Chamber of Commerce, Normangee, Texas; G. C. 
Clegg and F. H. Hisey, Trinity, Texas, for committees repre- 
senting the public interest and welfare at the towns of Corri- 
me. Weldon, Onalaska, Woodlake, Colmesneil and Chester, 

exas. 

No. 18421, Federated Metals Corp. vs. Central Railroad of 
New Jersey et al. Complainant’s petition for further corn- 
sideration denied. 

No. 16558, Leggett and Platt Spring Bed and Mfg. Co. et al. 
vs. Santa Fe et al. The effective date of the order entered in 
this proceeding on July 1, 1927, has been further postponed to 
July 8, 1928. 

No. 17700, Baldwin Hardware Co. et al. vs. Director General, 
as agent. Complainants’ petition for modification denied. 

No. 17376, E. W. Prentice, doing business as Phoenix Desk 
and Chair Co. vs. Southern Pacific et al. and No. 17392, Joshua 
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Hendy Iron Works vs. Southern Pacific Co. Complainants’ peti- 
tion for rehearing or modification of the report and order there- 
in upon the record as made denied. 

No. 17507, Humble Oil and Refining Co. vs. Beaumont, Sour 
Lake & Western et al. The order entered in this proceeding 
on October 24, 1927, which was by its terms made effective 
December 24, 1927, and subsequently modified so as to become 
effective on May 16, 1928, has been further modified so thaf it 
will become effective on July 8, 1928. 

Finance No. 6772, in the matter of the application of the 
High Point, Thomasville & Denton for certificate of public con- 
venience and necessity authorizing it to construct and operate a 
line of railroad between High Point and Winston-Salem, N. C. 
Winston-Salem Southbound permitted to intervene. 

Finance No. 6545, in the matter of the application of the 
Pere Marquette for a certificate. of public convenience and 
necessity authorizing it to construct a line of railroad from 
Wixom to Pontiac, in Oakland county, Mich., and Finance No. 
6547, in the matter of the joint application of the Detroit, Grand 
Haven & Milwaukee, the Pontiac, Oxford & Northern and the 
Michigan Air Line for a certificate of public convenience and 
necessity authorizing them to construct an extension of their 
existing line of railroad at Pontiac, Oakland county, Mich. City 
of Pontiac, Mich., permitted to intervene. 

No. 17893; Joseph W. Cottrell Lumber Co. vs. Baltimore & 
Ohio et al. Complainant’s petition for rehearing denied. 

No. 18277, Clayton-Murnan Live Stock Co. vs. Burlington et 
al. Complainant’s petition for rehearing and modification of the 
report and order upon the record as made denied. 

No. 19097, Badger Equipment Co. et al. vs. Chicago & North 
Western et al. Complainants’ petition for rehearing prior to 
submission denied. 

No. 18656, Atlantic Fruit Co., Inc., et al. vs. Florida East 
Coast. Complainants’ petition for oral argument denied. 

No. 18366, Muscle Shoals Traffic Bureau for Tri-Cities Prod- 
uce Co. vs. Abilene & Southern et al. The order entered in this 
proceeding on February 29, 1928, which was by its terms made 
effective May 25, 1928, has been modified so that it will become 
effective on July 8, 1928. 

No. 18846, Magnolia Petroleum Co. vs. Gulf et al. The order 
entered in this proceeding on December 23, 1927, which was by 
its terms made effective April 3, 1928, and subsequently modified 
so as to become effective on May 16, 1928, has been furthr 
modified so that it will become effective July 8, 1928. 

No. 18655, The Ozark Cider & Vinegar Co. et al. vs. Alabama 
& Vicksburg et al. The order entered in this proceeding on 
December 6, 1927, which was by its terms made effective April 
3, 1928, and subsequently modified so as to become effective on 
May 16, 1928, has been further modified so that it will become 
effective on July 8, 1928. ' . 

No. 18227, Earle L. Reeb vs. Baltimore & Ohio et al. De- 
fendants’ petition for oral arguments and reconsideration of 
the order entered therein denied. 

No. 12497 (and Sub 1), United States of America vs. Direc- 
tor-General, as agent, Baltimore & Ohio et al. Wharton & North- 
ern petition for reconsideration and further hearing denied. 


No. 17717, Traffic Department, Chamber of Commerce, Brad- 
enton, Fla., et al. vs. Alabama & Vicksburg et al. Complainants’ 
petition for reconsideration as to reparation denied. 


. No. 18136, Jackson Traffic Bureau vs. Alabama & Vicksburg 
et al. The order entered in this proceeding on February 7, 1928, 

which was by its terms made effective on May 16, 1928, has been 

modified so that it will become effective on July 8, 1928. 


No. 16457, New Jersey Lumbermen’s Committee vs. Atlantic 
Coast Line et al. The order of July 5, 1927, has been amended 
to read as follows: 


It is ordered, That this proceeding be, and it is hereby, reopened 
for further hearing, at such time and place as the Commission may 
hereafter direct, for proof of damage on shipments delivered by the 
Delaware, Lackawanna & Western Railroad Company and the Erie 
Railroad Company at Newark and Harrison, N. J., and the Erie 
yo Company at Weehawken, N. J., on and after October 15, 


No. 19006, Brilliant Sand Co. vs. Baltimore & Ohio. The 
order entered in this proceeding January 28, 1928, has been 
modified so as to permit defendants to establish rates in com- 
pliance therewith upon not less than one day’s notice to the 
Commission and the general public by posting and filing in the 
manner required by law, but in all further respects the said 
order shall remain in full force and effect. 


No. 17977, Great Southern Refining Co. vs. Akron, Canton 
& Youngstown. The order entered in this proceeding on Jan- 
uary 23, 1928, has been modified so as to permit defendants to 
establish rates in compliance therewith upon not less than five 
days’ notice to the Commission and the general public. 

No. 16978, West Texas Chamber of Commerce et al. vs. 
Houston & Texas Central et al. The order entered in this pro- 
ceeding on August 5, 1927, which was by its terms made effective 
December 5, 1927, and subsequently modified so as to become 
effective on May 16, 1928, has been further modified so that it 
will become effective on July 8, 1928. 

No. 20728, Northwestern Potato Exchange, Inc., et al. vs. 


Vol. XVI, No. 15 


Abilene & Southern et al. Waco Chamber of Commerce per- 
mitted to intervene. 

No. 20679, Traffic Bureau of Keokuk Chamber of Commerce 
et al. vs. Burlington. Missouri Gravel Co. and Moline Con- 
sumers Co. permitted to intervene. 

No. 20426, the Salina Chamber of Commerce et al .vs. Arkan- 
sas Western et al. Midwest Coal Assn. permitted to intervene. 

No. 20306, Baltimore Association of Commerce vs. American 
Hawaiian Steamship Co. et al. Maritime Assn. of the Boston 
Chamber of Commerce permitted to intervene. 

No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. Albany Chamber of Commerce permitted to in- 
tervene. 

~ No. 18801, the Arkansas Cotton Trade Assn. et al. vs. St. 
Louis-San Francisco et al. Newburger Cofton Co., Inc., per- 
mitted to intervene. 

No. 16272, Lone Star Gas Co. vs. Santa Fe et al., and cases 
affiliated therewith. Humble Oil and Refining Co. permitted to 
intervene. 

No. 16957, Procter & Gamble Co. vs. Alabama & Vicksburg 
et al. Proceeding reopened for oral argument and reconsidera- 
tion. 


No. 12798, Galveston Commercial: Assn. vs. Galveston, Har- 
risburg & San Antonio et al. Proceeding reopened for further 
hearing, at such time and place to be hereafter fixed, upon the 
issues whether (1) the Texas & Pacific is controlled by the 
Missouri Pacific; (2) the Texas & Pacific should be exempt from 
the finding of undue prejudice with respect to other defendants 
made on June 29, 1927; and (3) the Weatherford, Mineral Wells 
& Northwestern, Denison & Pacific Suburban, Cisco & North- 
eastern, Abilene & Southern and Pecos Valley Southern should 
be exempt from the finding of undue prejudice made with respect 
to these carriers on June 29, 1927. 

I. and S. 3020, canned goods between points in California, 
Oregon, Washington, Idaho and Montana, and No. 17562, Board 
of Railroad Commissioners of the State of Montana on behalf 
of the Missoula Mercantile Co. vs. Bay Transport et al. Peti- 
tion of Northern Pacific; Great Northern; Spokane, Portland & 
Seattle, and Chicago, Milwaukee, St. Paul & Pacific for an 
investigation into the rates and charges applying upon the 
transportation of canned goods, in carloads, in interstate com- 
merce between and within the states of Washington, Oregon, 
Idaho, Montana, Wyoming, Colorado, Utah, Nevada, Arizona, 
New Mexico and California and for the incorporation into such 
investigation of the proceeding heretofore had in I. and S. 3020 
and docket 17562, denied. 

No. 20626, El Campo Rice Milling Co. et al. vs. Santa Fe 
et al. The American Maid Flour Mills; Alliance Milling Co.; 
Austin Mill & Grain Co.; Bewley Mills; Burrus Mill & Elevator 
Co.; Chapman Milling Co.; Collin County Mill & Elevator Co.; 
Dianiond Mill & Elevator Co.; H. Dittlinger Roller Mills Co.; 
Fant Milling Co.; Graham Mill & Elevator Co.; Great West 
Mill & Elevator Co.; Greenville Mill & Elevator Co.; C. H. 
Guenther & Son; Kell Mill & Elevator Co.; Kimbell Milling 
Co.; Landa Industries, Inc.; Liberty Mills; Lillard Milling Co.; 
Morton Milling Co.; Paris Milling Co.; Sequin Milling & Power 
Co.; G. B. R. Smith Milling Co.; Stamford Mill & Elevator Co.; 
Stanard-Tilton Milling Co.; Texas Star Flour Mills; Texas Wheat 
Growers’ Association; Waco Mill & Elevator Co.; Whaley Mill 
& Elevator Co.; and Wichita Mill & Elevator Co. permitted to 
intervene. 

No. 15584, Sinclair Refining Co. et al. vs. Ahnapee & Western 
et al., and cases grouped therewith. Motion of Roxana Petro- 
leum Corp. for modification of the decision and order of October 
4, 1927, has been denied. 


No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic Coast 
Line et al. The W. B. Oglesby Paper Co. permitted to intervene. 

No. 20509, White Eagle Oil and Refining Co. et al. vs. Great 
Northern et al. Standard Oil Co. (Ind.) permitted to intervene. 

No. 17462, Handy Chocolate Co. vs. Baltimore & Ohio et al. 
Proceeding reopened for reconsideration on record as made. 

No. 17166, Turner-Altus Co. et al. vs. Santa Fe et al. The 
effective date of the order entered herein on January 17, 1928, 
has been postponed from May 7, 1928, to July 8, 1928. 

No. 17095 (and Sub. 1), Wm. F. Alley & Co. et al. vs. A. C. L. 
et al. The proceeding is reopened for oral argument before 
entire Commission at such time as it may hereafter direct. 

No. 17261, Tallulah Cotton Oil Co. vs. Alabama & Vicks- 
burg et al., and No. 15501, Southlant Cotton Oil Co. vs. Alabama 
& Vicksburg et al. Proceedings are reopened for further con- 
sideration on the records as made. 

No. 20614, Atlantic Paper & Pulp Corp. vs. Savannah and 
Atlanta et al. Complaint dismissed in so far as it concerns 
shipments which moved during the period of Federal control. 

No. 17138, Virginia Cellulose Co., Inc., vs. Norfolk & West- 
ern et al. Proceeding reopened for oral argument, at such time 
as Commission may hereafter direct. 

No. 17956, Henry Marble Co. vs. Wabash et al. Petition of 
complainant and interveners for reargument and petition of 
intervener Sunderland Brothers Co. for reconsideration by brief 
or argument and/or modification of the decision therein denied. 
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April 14, 1928 


No. 18929, American Wringer Co. vs. New Haven et al. 
proceeding reopened for reconsideration on record as made. 

No. 19396, Louisiana Farm Bureau Federation, Inc., et al. vs. 
Louisiana Ry. & Navigation Co. Proceeding reopened for re- 
consideration on record as made only as to shipments made 
prior to April 10, 1923. 

No. 20703, Boston Wool Trade Assn. vs. Aberdeen & Rock- 
fish et al. Wool Growers’ Central Storage Co.; March Bros.; 
West Texas Wool & Mohair Assn.; Del Rio Wool & Mohair 
Co.; Producers’ Wool & Mohair Co.; Val Berde County Wool & 
Mohair Co.; Sanderson Wool & Mohair Co.; N. P. Peterson; L. 
Schwartz & Co.; The Horners; and Homer Bird & Co. permitted 
to intervene. 

Finance No. 6706, In the matter of the application of Prince 
George and Chesterfield for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad in 
Chesterfield and Prince George counties, Va. Norfolk & Western 
ern permitted to intervene. 

No. 14827, National Association of Upholstered Furniture 
Manufacturers vs. Ann Arbor et al. The order heretofore entered 
in this proceeding on November 14, 1927, as amended, which 
by its present terms is to become effective on May 16, 1928, has 
been further amended so that it shall become effective on July 
8, 1928, instead. 


PETROLEUM ORDER REVISED 


The Commission, by means of a supplemental order in No. 
20145, interstate rates on petroleum products to points in Colo- 
rado and Utah, has revised its order instituting that inquiry, 
dated October 3, 1927, to read as follows: 


It is ordered, That the Commission upon its own motion enter 
into an investigation into the reasonableness and propriety of the 
rates on petroleum products from points in Kansas, Oklahoma, Texas 
and Wreeee to points on the lines of the Denver & Rio Grande 
Western Railroad Company or the Rio Grande Southern Railroad 
Company in Colorado and Utah, from points in Colorado to points on 
the lines of the Denver & Rio Grande Western Railroad Company in 
Utah, and from and to points on the lines of the Denver & Rio 
Grande Western Railroad Company in New Mexico to and from points 
on the lines of the Denver & Rio Grande Western Railroad Company 
or the Rio Grande Southern Railroad Company in Colorado and Utah 
and to and from points on the lines of the Denver & Rio Grande 
Western Railroad Company in New Mexico over interstate routes, 
with a view to making such findings and orders in the premises and 
prescribing such just, reasonable and lawful rates as the facts and 
circumstances may appear to warrant: provided, however, that said 
investigation shall be construed to embrace only rates in and under 
which the Denver & Rio Grande Western Railroad Company or the 
Rio Grande Southern Railroad Company or both participate and 
perform a line-haul service. 


The Commission placed into that inquiry No. 10856, Utah 
State Automobile Association vs. Santa Fe, Director-General, et 
al., and fourteen other cases, requiring them by means of the 
instituting order and orders dated January 3 and 23, 1928. As 
to them, the supplemental order says: 


It is further ordered, That the orders of October 3, 1927, and 
January 3 and 23, 1928, reopening the above-listed cases for further 
hearing and consolidating them with No. 20145 be construed as re- 
opening said cases for further hearing only to the extent that they 
involve rates embraced by the investigation in No. 20145. 


ALL-WATER RATE ORDER 


The Commission, in No. 6606, application of the Southern 
Pacific, under the provisions of section 6 of the interstate com- 
merce act, in connection with its ownership of the Atlantic 
Steamship Lines, has authorized the Southern Pacific to make 
changes in its rates on one day’s notice, when they apply on 
all-water shipments, between New York, N. Y., and Houston, 
Tex., between Baltimore, Md., and Galveston, Tex., and between 
Baltimore, Md., and Houston, Tex. The authorization is sub- 
ject to the proviso, however, that under this permission, no 
rate shall, on less than statutory notice, be made higher than 
the rates in effect on the date of the authorization. The authori- 
zation is limited strictly to its terms and does not waive any of 
the requirements of the Commission’s rules relative to the 
construction and filing of tariff changes. 

This authorization, which permits the Southern Pacific to 
change its all-water rates on one day’s notice, will enable that 
company to meet immediately rates made by steamship lines 
which are not required to file tariffs with the Commission. Ap- 
gore this authority to meet rate reductions was made 
on March 14. 


EASTERN CLASS RATES 


The Commission has sent the following notice to parties of 
record in No. 15879, the Eastern Class Rate Case: 


The examifier’s proposed report in the above proceeding has been 
completed and is now being printed. It should be ready for service 
Within a few weeks. Following the service of the report the respond- 
ents plan to make a traffic test, and as this will probably require 
Some time, the date for filing exceptions to the proposed report and 
the date of oral argument will be announced subsequently. 
th In accordance with the commission’s usual practice one copy of 

@ proposed report will be served on each person named in the 
appearance list. Because of the broad scope of the proceeding it is 
expected that there will be an unusual demand for extra copies of 

€ report, and as the commission’s supply for free distribution will 
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necessarily be limited, arrangements have been made to Have addi- 
tional copies available for sale to the public by the Superintendent 
of Documents at cost, which will probably not exceed 25 cents «ad 
copy. For orders of 100 copies or more the price will be considerably 
less. Persons desiring to purchase copies are requested to advise the 
commission as soon as possible in order that the printing of a suffi- 
cient number of extra copies may be assured, but orders should be 
sent directly to the Superintendent of Documents, Government Print- 
ing Office, Washington, D. C., and payments made to him. Payment 
can not be made through the commission. 


HOCH-SMITH LIVE STOCK 


The final hearing in docket 17000, part 9, rates on live stock 
in Western Trunk Line territory, began at Chicago before Ex- 
aminers Stiles and Parker April 12. 

F. R. Dick, New York investment banker, representing the 
Security Holders’ Committees for a Fair Return, was the first 
witness. He explained that the holders of railroad securities 
had formed a number of committees in 1925 after the receiver- 
ship of the Milwaukee, at a time when they were much worried 
over the financial condition of the railroads. Bond holdings of 
635 millions of dollars, or 18.5 per cent of the total funded debt 
of the railroads of the country, were represented by the com- 
mittes in whose behalf he appeared, he said. His testimony 
presented a detailed picture of the situation of the Western 
Trunk Line carriers with respect to earnings on investment and 
the impairment of their credit as a result of inadequate revenues, 
as he contended. He also presented an analysis of the relative 
prosperity of the states embraced in W. T. L. territory as com- 
pared to states in other territories, which showed, he said, that 
the carriers in less prosperous areas were allowed to earn more 
than the carriers in the relatively prosperous territory of the 
W. T. L. carriers. 

He showed that eight roads, having a total of 92 per cent 
of their mileage in W. T. L. territory, which constituted 57 per 
cent of the total W. T. L. mileage, had failed to earn 5.75 per 
cent on the Commission’s “tentative final valuation” for the seven 
years, 1921 to 1927, inclusive, by a total of $391,000,000. According 
to his figures the “deficiency” in 1922 was in excess of 57 million 
dollars, when the eight roads had made a return on investment 
of 3.33 per cent. That had gradually decreased each year to 
47 million dollars in 1926. But in 1927 it was 56 million, or 
nearly as great as in 1922. “In 1927 the railroads lost every- 
thing they had gained since 1922,” he said. The return on in- 
vestment for the United States as a whole in 1927 was 5.3 per 
cent, he said, as against 3.35 per cent for the eight selected 
roads. He held that it was possible to measure the propriety 
of the level of the rates in the territory only by selecting roads 
that had a predominant port of their mileage in the territory, 
as he had done. All his figures, he said, were I. C. C. figures. 
On the basis of the percentage of the total mileage of the 
territory constituted by the eight roads he had used, he com- 
puted the total “deficiency” on the mileage of the territory to 
be 680 million dollars in the period. There was no prospect of 
recovering that, he-:said, but the leak should be stopped as soon 
as possible. The only reason the W. T. L. lines had been able 
to withstand the disastrous effects of the low earnings as well 
as they had, according to him, was that their capital structure 
was the best in the country. He made various comparisons in 
suppert of that. 

His counsel, Earnest Ballard, at the conclusion of his testi- 
mony, filed testimony given by John W. Stedman, vice-president 
of the Prudential Insurance Company of America, and P. A. 
Benson, secretary of the Dime Savings Bank of Brooklyn, given 
in the W. T. L. class rate case. 


HOCH-SMITH CLASS RATES 


The introduction of testimony by carrier witnesses and 
cross-examination of them at the hearing in the Western Trunk 
Line class rate case, docket 17000, part 2, at Chicago before Com- 
missioner McManamy and Examiners Koebel and Paulson took 
up April 6, 7, and part of April 9. Most of this week after that 
was used by Luther M. Walter, who presented a series of wit- 
nessses in behalf of Deere and Company, of Moline, Ill., and 
Mississippi River cities from Dubuque to Keokuk, inclusive. 
Prior to the receipt of testimony from the witnesses put on by 
Mr. Walter, two witnesses appeared in behalf of interests in 
the upper peninsula of Michigan and, on a number of occasions, 
Mr. Walter gave way to permit others, who had relatively short 
statements to offer, to be heard. 

The following operating men were put on by the carriers: 
Harry M. Fertig, supervisor of terminal operations, Rock Island; 
H. M. Hicholtz, assistant general manager, C. & N. W.; E. F. 
Rummel, assistant general manager, C. M. St. P. & P., and F. L. 
Johnson, assistant to vice-president in charge of operations, 
Cc. B. & Q. Their testimony was to the-effect that the figures 
presented by the terminal cost study introduced by L. E. Wet- 
tling last week did not represent the total cost of terminal opera- 
tions as there were expensive intermediate handlings between 
the terminals, which were not included. 

Ray F. Welch, examiner, Association of Western Railways, 
ee with respect to wage increases affecting the W. T. L. 
c ers. 
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Michael J. Anuta, who represented a large number of points 
in the upper peninsula of Michigan, such as Menominee, Man- 
istique, and Escanaba, testified with respect to traffic and com- 
mercial conditions in that territory. He supported the request 
of the Wisconsin Manufacturers’ Association, introduced at a 
previous hearing, for the extension of the Illinois basis of rates 
to Wisconsin and asked that it be extended to the Michigan ter- 
ritory he represented. He said the principal industry in* the 
upper peninsula of Michigan formerly was lumbering, but that 
there had been a great change in that respect in recent years. 
A great deal of manufacturing had been developed, he said, and 
the importance of the territory as a center of manufacturing 
would increase if a proper rate adjustment were put into effect. 
Of 40 industries now at Menominee, only one was there 20 
years ago, he said. Traffic conditions in the upper peninsula 
had greatly improved, he said, and there should be a revision of 
the freight rates giving consideration to that. 

H. C. Strom, traffic manager, Lloyd Manufacturing Company, 
Menominee, introduced testimony and exhibits comparing rates 
from Menominee to various points in W. T. L. Territory with 
rates from several Wisconsin points, Minneapolis, and Duluth 
to the same destinations, showing that where the competing 
points had a distance advantage, it was reflected in the rates, 
but, in a substantial number of instances where Menominee had 
the advantage in distance the rates were on a parity or were 
higher from Menominee. He cited instances where, according 
to his testimony, the rates from Menominee produced from 113 
per cent to as high as 156 per cent more revenue for equal 
service than did the rates from the competing points. He made 
no specific proposal, but asked that there be a correction of the 
maladjustment. 

The position of Deere and Company, as presented by A. R. 
Ebi, general traffic manager, was that there should be no in- 
crease in the transportation cost of agricultural implements. 
“The farmer pays these rates and he is in no position to pay any 
increased transportation cost,” he said. He said there were 
many commodity rates on agricultural implements throughout 
the territory and held that they should continue in effect and 
that, if the class rates were increased, the present rates applic- 
able td agricultural implements should be continued by the pub- 
lication of specific commodity rates on the same basis, as at 
present. He asked that commodity rates be established on the 
implement list as contained in the classification and Western 
Trunk Line exceptions yielding the present revenue on L. C. L. 
shipments, as related to the revenue produced by the present 
carload rates, as well. Another aspect of his case was opposi- 
tion to the proposal of Omaha, in a formal case consolidated with 
the class rate case, that joint through rates be established from 
the east to the Missouri River on the basis of 140 per cent of 
the Chicago-New York rate. 

“If the Commission should establish such a principle of rate 
making,” he said, “we insist that it should apply to shipments from 
the Mississippi River and our other shipping points so as to 
preserve existing relations.” He was opposed, he said, to his 
competitors getting reductions without his receiving the same, 
which he would not, according to his testimony, if Omaha’s pro- 
posal was granted. 


T. E. H. Snow, assistant to Mr. Ebi, detailed the situation 
with reference to rates on agricultural implements, the history 
of the rates, and made various comparisons between them and 
rates in other territories and the class rates proposed by the 
carriers. He added to Mr. Ebi’s contention that no increases 
should be allowed because of the depressed condition of agricul- 
ture and the reduced buying power of the farmer, the contention 
that the rates on “agricultural implements, both class and com- 
modity, as a whole, are not only fully compensatory but highly 
remunerative to the carriers inasmuch as their earnings under 
those rates are considerably better than on traffic generally.” 

Fred F. Chambers, salesman for Deere & Company, out of 
Omaha, said prices on agricultural implements were substantially 
less than in 1920 and that, in the 30 towns he visited, he could 
rarely sell a full carload; that the dealers bought in Omaha and 
trucked their purchases as far as 150 miles. If the rates were 
increased, he held, all the traffic would go via the highways, 
where the hauls were not more than 100 miles. 

The following dealers in agricultural implements testified 
that if the increases proposed were allowed they would have to 
be passed on to the farmer and that he was in no condition to 
stand increased costs: T. N. Witten, Trenton, Mo.; W. M. Smith, 
Clay Center, Kans.; M. L. McFarlane, Friend, Neb.; John Adams, 
Onida, S. D., and C. B..Groth, Mayville, N. D. 

At the end of April 12 the following witnesses had appeared 
for the Mississippi River cities: Leo E. Golden, secretary and 
traffic manager, Burlington Shippers’ Association; George M. 
Cummins, traffic commissioner, Davenport Chamber of Com- 
merce; E. O. Anderson, traffic manager, Rock Island Chamber 
of Commerce, and S. G. Creswick, Dubuque Shippers’ Association. 

The two principal points stressed by them were that it would 
be an injustice to the Mississippi River cities to take them out 
of Illinois Classification Territory and put them in Western 
Trunk Line Territory, as proposed by the carriers, and that the 
proposal of Omaha that overhead rates be established from the 
east to the Missouri River should not be allowed—that opposi- 
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tion going not so much to the principle involved as to the basis 
suggested. 

“At the time the Illinois rates were made higher than the 
Western Trunk Line rates, these cities were taken out of West- 
ern Trunk Line Territory and put on the Illinois basis,” accord- 
ing to Mr. Golden. ‘Now that it is proposed to make the West- 
ern Trunk Line rates higher than the Illinois rates, they are to 
be put back in Western Trunk Line.” 

Mr. Anderson asked that Davenport, Moline and East Moline 
be treated as one community and take the same rates. He intro. 
duced a number of exhibits illustrative of the disadvantage that 
he contended would accrue to the Mississippi River and interior 
Iowa communities through the extension of the C. F. A, 
scale west of the Mississippi, as requested by Omaha. Accord- 
ing to his figures, the spread now existing between the rates 
from C. F. A. and other eastern points to central western points 
as against from the Mississippi River cities to the same points 
would be greatly reduced and in some instances the C. F. A, 
points would receive an actual rate advantage. One such in- 
stance cited was that of rates on cast iron cesspools from Ash- 
tabula, Ohio, to Kansas City, as against the rates from Rock 
Island, Ill. The present advantage of Rock Island, L. C. L., was 
shown to be $8.63 a ton, which would be turned to a disadvant- 
age of $1.57 a ton, under the proposal. 

Mr. Creswick introduced exhibits setting out the population 
and commercial facts of the Mississippi River cities, as compared 
to similar data for interior Iowa cities and Missouri River cities, 
for a number of years, for the purpose of showng that the former 
had not fared as well since 1900 as the latter. He contended 
that his facts demonstrated that the rate break on the Mis- 
sissippi River was not detrimental to the complaining com- 
munities. 

Other witnesses were as follows: David A. Cole, assistant 
traffic commissioner, St. Louis Chamber of Commerce; W. A. 
Weeks, Hannibal, Mo.; Louis B. Boswell, Quincy (Ill.) Freight 
Bureau; George B. Cromwell, assistant general traffic manager, 
Certainteed Products Manufacturing Company, and James H. 
Noble, representing the American Bottlers of Carbonated Bever- 
ages, Washington, D. C. 

Mr. Cole contended that the level of the scale to be applied 
between St. Louis and the Missouri River should not be in 
excess of 85 per cent of the so-called Fargo scale and that St. 
Louis should have an advantage over East St. Louis in reach- 
ing nearby Missouri points. 

Mr. Cromwell appeared, according to his statement, to 
protest any action being taken with reference to commodity 
rates on prepared roofing products without a full hearing on 
that specific issue. He said the products generally moved in 
W. T. L. territory on a commodity basis and he understood 
that only class rates were involved, but he had had unpleasant 
experiences in the past in connection with consolidated pro- 
ceedings such as the one in progress. 


GRAIN RATE HEARING 


At the hearing in I. and S.-3006,.grain and grain products 
from western territory to eastern points, which began at Chi- 
cago before Examiner Disque April 9, Eugene Morris, chairman 
of Central Freight Association, said the rates suspended were 
not those desired by the carriers and submitted an entirely new 
rate fabric for application from Minneapolis and the northwest 
to C. F. A. territory, on the one hand, and from the Missouri 
River, on the other. He called attention to the fact that the 
Commission’s order in docket 15037, southwestern millers’ case, 
in compliance with which the suspended tariffs were published, 
had left out of consideration “important territory” immediately 
south of the lakes and adjacent to C. F. A. territory on the east. 
The rates published in compliance with the order were unsat- 
isfactory, according to his testimony, because they failed to 
maintain proper relationships between the rates to C. F. A. 
territory embraced in the order and the territory immediately 
adjacent and because the order did not reccgnize the effect 
of the water competition on the rates from the northwest. 

He offered as a substitute for the suspended rates a pro- 
posal that the rates from both origin territories break over the 
junctions of the western lines with the eastern lines—the fac- 
tors east of the gateways to the destination territory being 
the same on all the traffic. 

Interrupted by Examiner Disque with a question as to how 
that would bear out the Commission’s order in docket 15037, 
which required that the rates from the Missouri River be equal- 
ized with those from Minneapolis, he replied that that would 
depend on the proposals of the western carriers. Representa 
tives of the western lines indicated that it was not their inten- 
tion to propose any change in the existing proportional rates of 
17% cents from the Missouri River to Chicago and 13 cents from 
Minneapolis to Chicago. It was pointed out that the result was 
that the carriers’ proposals, despite the Commission’s order 
which had brought about the publication of the suspended tar- 
iffs, would give Minneapolis a 4%4-cent advantage. Mr. Morris 
attempted to justify the lower rates from the northwest on the 
basis of water competition via the lake routes. He defended 
his proposals as to level and traced the history of the rates 
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involved in support of the soundness of his proposals. It was 
not the carriers’ purpose, he said, to increase their revenues, 
put to establish a proper rate fabric. There-were more reduc- 
tions than increases, he contended. 

A. F. Cleveland, assistant freight traffic manager, C. & N. W., 
said he favored an adjustment in which the rates broke over 
the junction points of the western and eastern lines, such as 
had been in effect for a great many years, but on condition that 
the proportional rates from the Missouri River and Minne- 
apolis were not changed. If the Commission were to hold to its 
decision in docket 15037 that the rates from the Missouri River 
and Minneapolis must be equalized, he held that the only way 
to effect that was by the establishment of through rates, at 
least from the Missouri River. He supported the suspended 
rates, saying he believed them to be unusually low and that 
they complied with the Commission’s order. 

G. A. Hoffelder, assistant general freight agent, C. B. & Q., 
defended the suspended rates. In general, his position was the 
same as that of Mr. Cleveland. 

E. Rigg, assistant general freight agent of the Rock Island, 
also supported the suspended rates. He maintained that, if a 
parity were to be maintained from the two origin territories, 
the Missouri River rates should serve as a yardstick—that there 
should be no changes in the rates from there. 

The following witnesses were put on by E. H. Hogueland, 
counsel for the Southwestern Millers’ League, in support of the 
suspended tariffs and in opposition to the basis proposed by 
the C. F. A. lines: C. M. Hardenbergh, manager and vice-pres- 
ident, Southwestern Milling Company, Inc., Kansas City; Thad 
L. Hoffman, president, Flour Mills of America, Inc., Kansas 
City; J. W. Cain, vice-president and general manager, Midland 
Flour Milling Company, Kansas City; C. A. Abbott, Jr., president, 
Omaha Flour Mills Company, Omaha, and J. C. Kucera, traffic 
manager, Southwestern Milling Company, Inc. The testimony 
of all but Mr. Abbott was of a commercial nature, to the effect 
that the predominant competition they had to meet in C. F. A. 
territory was from Minneapolis and the northwest and that their 
ability to meet it was falling off steadily, 

Mr. Abbott testified that his company used to do a sub- 
stantial business in C. F. A. territory, but that, in recent years, 
it had dropped to:less than 5 per cent of the total. That situa- 
tion, according to him, was brought about largely by the fact 
that, in recent years, the great consumption of flour was by 
the bakery trade, whereas it was formerly a housewife trade. 
Formerly flour was sold by brands, he said, but now a difference 
of a cent a barrel would swing the trade from one mill to an- 
other. That situation, coupled with the lower freight rates from 
Minneapolis that applied from the Missouri River, he said, had 
taken the business away from the Missouri River mills. 

Mr. Kucera, who was on the stand at the close of April 12, 
presented rate testimony. His position was that there was no 
water competition to affect the rates from the northwest to 
C. F. A. territory and no reason for the maintenance of lower 
rates from there than from the Missouri River. He held that 
the shipments via the lakes from the northwest were almost 
entirely for movement east of Buffalo. 

It was expected the hearing would not be completed before 
April 16. Besides additional respondent testimony, all of the 
protestant testimony remained to be introduced . 


DENIES REPARATION POWER 


In a petition for reargument or reconsideration in No. 15394, 
The Best Foods, Inc. (formerly Nucoa Butter Co.), vs. Central 
of New Jersey et al., Alexander H. Elder, counsel for the car- 
riers, asserts that the Commission has no power to award 
reparation based on a finding that ratings, which the Commis- 
sion itself had approved in a prior decision, were unreasonable. 
The petition is for reargument, or, if that appears unnecessary, 
reconsideration by the full Commission, of the award of repara- 
tion announced by division 4 (Commissioners Meyer, Eastman 
and Woodlock), in this case, 139 I. C. C. 17, upon the sole 
ground that the Commission has no power to award reparation 
under the condition set forth in the first sentence. 

As a matter of law, Mr. Elder submitted, while the Com- 
mission might at any time reverse itself, it lacked power to 
reverse itself retroactively as a basis for awarding reparation. 

Reciting the history of the litigation, the petition said that 
in Nucoa Butter Co. vs. Erie, 20 I. C. C. 174, the Commission 
found the second class rating, L. C. L., and third class on 
coconut stearine, otherwise known as nucoa butter, not un- 
reasonable. Accordingly, the defendants, Mr. Elder said, con- 
tinued those ratings until March 15, 1927, the effective date of 
the order in the decision for the review of which he asked. 
There have been three decisions in the matter, says the peti- 
tion, 98 I. C. C. 331, 120 I. C. C. 169, and 139 I. C. C. 17. 

In the first of those decisions, after the one in the Nucoa 
case, the division found the ratings on coconut stearine un- 
Teasonable and unduly prejudicial and awarded reparation. In 
the second it adhered to the findings but denied reparation 
because the higher ratings had long been maintained and recog- 
nized and had theretofore been found by the Commission not 
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unreasonable. In the third decision, which the petition said 
was arrived at without further hearing or argument, the division 
reversed its denial of reparation, thereby creating the sole issue 
upon which reargument or consideration by the whole Com- 
mission is desired. The petition says that the sole question 
presented is whether, by applying the ratings which the Com- 
mission approved in 1911, the carriers became chargeable with 
violation of the interstate commerce act, so as to be liable in 
damages. 

The petition asserts that an award of reparation has to 
rest upon a finding that a wrong in the nature of a tort was 
committed. Such a finding, either express or implied, it says, 
is impossible as to the changing of rates which the Commission 
itself has sanctioned. It further declares that awards of repara- 
tion in such cases would create the very mischief which it was 
one of the chief objects of the interstate commerce act to 
remedy. It asserts that it would be unsound and illogical for 
the Commission to hold that the individual was legally injured 
by the payment of a rate which it, after investigation, had ap- 
proved for the public to pay. 

Mr. Elder said that while the ultimate question presented 
at this time was jurisdictional, it was respectfully submitted 
that in disposing of it, the Commission should view the matter 
from two aspects, namely, should the Commission award repara- 
tion in such cases, and can the Commission award reparation 
in such cases? 


W. & L. E. DIRECTOR CASE 
The Traffic World Washington Bureau 


Arguments were made before the Commission, on April 12, 
on the finance dockets, No. 3584 et al., covering the applications 
of P. E. Crowley and other officials of the New York Central, 
Nickel Plate and the Baltimore & Ohio for permission to serve 
as directors of the Wheeling & Lake Erie while at the same 
time holding like positions on the trunk lines mentioned. Those 
participating in the discussion were R. M. Smith, for the Balti- 
more & Ohio; Clyde Brown, for the New York Central; J. H. 
Agate, for the Nickel Plate; C. F.. Taplin, for the Pittsburgh 
& West Virginia; and W. 8S. Pierce, for the Wabash. 


Summarized, the argument of the representatives of the 
trunk lines seemed to be that placing the representatives of the 
trunk lines on the Wheeling board would not result in a ma- 
terial lessening of competition in violation of the anti-trust 
laws because the competition between the Wheeling on the one 
hand and any one of the three trunk lines on the other was 
not great; and that, contentions to the contrary, approval of the 
applications would not place the Commission’s stamp -of ap- 
proval upon the four trunk line plan of consolidation. The 
contention of Messrs. Taplin and Pierce were exactly to the 
contrary. 


“The plan is to neutralize or localize the Wheeling & Lake 
Erie and then wipe up the Pittsburgh & West Virginia,” said 
Mr. Taplin, who pointed out that with the Wheeling & Lake 
Erie on the west of that road in the possession of the three 
trunk lines and the Western Maryland, on the east, in the 
possession of the Baltimore & Ohio, the Pittsburgh & West 
Virginia would be wholly at the mercy of the trunk lines on 
every side of it. Mr. Pierce contended that the arrangement 
would leave the Wabash without connection with the trunk 
line route which, in effect, if not in name, had been in existence 
since the Gould plan was formed, notwithstanding the financial 
troubles into which that plan fell before it could be carried out. 

Mr. Taplin argued for action by the Commission that would 
not only deny the applications for permission to hold director- 
ships but also require the trunk lines to get rid of the stock 
they bought, so as to restore the situation as it was before the 
trunk lines bought into the Wheeling & Lake Erie. He said 
the stock market situation was not brought about by the Pitts- 
burgh & West Virginia or the Taplins but the trunk lines. He 
asserted positively that neither the Pittsburgh & West Virginia 
nor the Taplins bought any Wheeling & Lake Erie stock until 
after they found out that the trunk lines were buying. Then, 
he said, they bought so as to insert a foot in the door to that 
situation to protect their interest. He said some of the stock 
was bought by the Pittsburgh & West Virginia and some by 
the Taplin interest which controls the Pittsburgh & West 
Virginia. 

“The position of the trunk lines in this case,” asserted Mr. 
Taplin, “is the old common law plea of confession and avoid- 
ance. It is wholly beside the point whether the primary thought 
back of the stock acquisition was the desire of the Baltimore 
& Ohio to obtain the Western Maryland, which it could not 
without buying the Wheeling & Lake Erie, or something else. 
The decision of the trunk lines to buy was made before the 
Pittsburgh & West Virginia got into the market. The trunk 
lines know what they are going to do with the Wheeling & 
Lake Erie. They are going to neutralize it and then wipe up 
the Pittsburgh & West Virginia.” 

Commissioner Aitchison, calling attention to the fact that 
the stock had been acquired, wanted to know whether it would 
be better to have the trunk line control frankly exercised by 
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responsible men or by dummies. He wanted to know whether 
a permission issued by the Commission allowing the trunk line 
representatives to serve as directors could be revoked, legally, 
by the Commission. The trunk line lawyers agreed that it could. 

“Stock illegally acquired as this has been,” said Mr. Taplin, 
“should not be allowed to vote. The Commission has the right 
to direct dispossession under the Clayton act and is the only 
party that can act. The three trunk lines acted in concert in 
acquiring the stock. The Commission should direct them to 
dispose of the stock and the directors who have been chosen 
should resign. That may seem drastic but if it is the law I 
take it the Commission should exercise its power no matter 
how harsh the law may seem.” He directed attention to the 
fact that he had filed a complaint asking that the Commission 
proceed under the Clayton act, which, as he thought, was 
enacted to prevent evils rather than to punish after they had 
been accomplished. 

“If the Wheeling & Lake Erie is neutralized it certainly 
will not be developed as it was intended to be developed and 
therefore the public interest will be adversely affected,” said 
Mr. Taplin. “Approval of these applications will be a stamp of 
approval on the four trunk line system plan and of the free 
lance plan of acquiring stock as was done in this case. The 
stock so acquired should be trusteed and not voted, pending its 
sale by the trunk lines.” 

Mr. Pierce said he appeared for the Wabash as a stock- 
holder in the Wheeling & Lake Erie and as a connecting line 
that would be hurt by the acquisition. 


“It is obviously illegal,” said Mr. Pierce, referring to the 
plan of the trunk lines, adding that the procedure of the appli- 
cants was fatally defective in that prior consent to the acquisi- 
tion of the stock was not obtained from the Commission. 


By way of answer to Mr. Pierce, Mr. Brown read from the 
observations of the court in speaking of the ambitious Gould 
plan to the effect that when it was being put into execution the 
Gould managers did not have any regard for the rights of the 
Wheeling & Lake Erie. He also read from his cross examina- 
tion of Vice-President Maxwell of the Wabash as to the attitude 
of Mr. Williams who, at the same time, was chairman of the 
Wabash and the Missouri Pacific, as to the competition of those 
lines between St. Louis and Kansas City to show that a just 
man, such as Mr. Maxwell said Mr. Williams was, could serve 
on the boards of railroads, which, as to parts of their systems 
were competitive, without destroying that competition or check- 
ing it in any way. 

Mr. Brown pointed out that the Wheeling & Lake Erie, to 
a large extent, was complementary to the three trunk lines and 
not competitive, and that even if the three rivals could agree 
upon a policy inimical to the Wheeling & Lake Erie, the Penn- 
sylvania was always present, not interested in the Wheeling & 


Lake Erie, to make it hot for the three who desired to be repre- 


sented on the Wheeling’s board. 
“I cannot see this bugbear of competition about which there 
has been so much talk this morning,” said Mr. Brown. 


STOCK ISSUE VALIDITY QUESTION 
The Trafic World Washington Bureau 


Hearing was held at Washington, D. C., April 10, by Exam- 
iner Boles in No. 20516, George B. Hild et al. vs. Chicago, North 
Shore & Milwaukee, in which Hild and associates, stockholders 
in the defendant, raised the question of the validity of security 
issues made by the company without the approval of the Com- 
mission. (See Traffic World, January 14, p. 89.) The road 
claims to be interurban, not requiring the sanction of the Com- 
mission in such matters. Testimony in behalf of the complain- 
ing stockholders was given by George Hild, Willard Carlson, 
an attorney, who described the issues of securities, the rolling 
stock and matters of that kind, and F. J. Geraghty, the engineer 
who built parts of the road. 

In defense of the position of the Chicago, North Shore & 
Milwaukee’s issuance of securities without asking permission 
from the federal Commission were a large number of docu- 
ments, including letters from Dr. Lorenz, statistician for the 
Commission, and Director Mahaffie, of the bureau of finance. 
The latter were offered as indicating that they did not believe 
the carrier was required to observe the law relating to the 
issuance of securities because it was not a carrier engaged in 
the general transportation business. 

C. D. Cass, assistant managing director for the American 
Electric Railway Association, submitted combined data showing 
that, since the enactment of section 20-a, in 1920, 111 electric 
railways had issued securities totaling $312,000,000, of which 
only $312,000 was issued upon permission of the Commission, 
the thought being that they were exempt from the terms of that 
section. In one of the several wrangles between counsel about 
the introduction of documentary evidence, Robert E. Quirk, 
for the defendant, pointed out that no one had ever been able 
to devise a formula by which the status of an interurban electric 
road might be determined with assurance that it fell within 
or without the scope of the section pertaining to the issuance 
of securities. 

Witnesses who put in the documentary evidence bearing 
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on the question whether the defendant was an exempted road 
were Ralph R. Bradley, the company’s counsel, and Charles (, 
Thompson, vice-president of the company. 

Complainants, at the beginning of the second day of testi- 
mony in behalf of the defendant, Chicago, North Shore & Mil- 
waukee, moved to strike the testimony given by Mr. Cass, about 
the issuance of securities by various electrically operated rail- 
roads, on the ground that it was incompetent, irrelevant and 
immaterial and because it was a studied effort by the defendant 
unnecessarily to stir up'and disturb a large number of street 
car suburban and interurban carriers about which there could 
be no question whatever as to their exclusion from section 20-a, 
The complainants pointed out that the sole issue in this case 
was the status of the defendant and not the status of other 
carriers, wherefore they said statistics about other electrically 
operated roads could have no relevancy. 

Edward B. Russell, an investment banker of Chicago, and 
Thomas Conway, a Cincinnati banker, testified that among 
bankers there was distinct differentiation between ordinary rail- 
roads and interurban roads in the selling of securities. 

Testimony as to the facilities and. the facts about the 
physical operaion of the defendant’s road was given by B. J. 
Fallon, its operating vice-president, with a view to showing that 
the property was of the sort exempted from the terms of the 
securities section of the interstate commerce act. 


IRON AND STEEL REDUCTIONS 


Representatives of iron and steel manufacturers of the 
Pittsburgh district met at the Chamber of Commerce April 9 to 
consider reductions on iron and steel articles which the Illinois 
Central Railroad recently announced would be made in the rates 
from Chicago to New Orleans for transshipment through the 
Panama Canal to Pacific coast ports. That line has announced 
its intention to publish, effective June 1, rates from Chicago to 
New Orleans for a haul of 912 miles, the same as the rates from 
Pittsburgh to Baltimore for a haul of 311 miles, or approximately 
three times the distance of the latter, which on iron and steel 
articles is 31 cents a hundred pounds. The local rate from 
Chicago to New Orleans is 55 cents a hundred pounds, and the 
proposed rate will represent a differential thereunder of 24 
cents. The local rate from Pittsburgh to Baltimore is 31 cents 
a hundred pounds, which also applies on traffic for transship- 
ment to Pacific coast ports. 

It was decided that each representative present would im- 
mediately file a request in writing with the traffic executives. 
of the trunk lines, urging them to prevail on the Illinois Central 
to withdraw its proposal, or a rate of 31 cents from Chicago to 
New Orleans, with the proviso that, if this was not accomplished, 
the rates from Pittsburgh, Youngstown and Cleveland to Balti- 
more be reduced a relative amount—that is, on the basis of 
the same rate of 31 cents from Chicago to New York, Pittsburgh 
to be made 60 per cent thereof, or 1814 cents a hundred pounds, 
with the usual differentials under to Philadelphia and Baltimore 
of 2 and 3 cents, respectively, making the rates to those points 
16 cents and 15% cents, respectively. 

This action was agreed to without dissent, and it was un- 
derstood that all present would act accordingly. Those present 
included A. R. Kennedy, T. M., Pittsburgh Steel Company, and 
chairman of the meeting; L. C. Bihler, T. M., W. S. Guy and 
C. W. Trust, assistant traffic managers, Carnegie Steel Company; 
Cc. L. Cordes, D. T. A., American Steel and Wire Company; 
F. D. Mooney, A. T. M., American Sheet and Tin Plate Company; 
S. C. Duff, A. T. M., National Tube Company; W. F. Morris, Jr., 
G. T. M., Weirton Steel Company; N. D. Carpenter, T. M., West 
Leechburg Steel Company; A. W. Boyd, T. M., Union Drawn 
Steel Company; and D. O. Moore, traffic secretary, Chamber of 
Commerce of Pittsburgh. 


FOREIGN SOIL JOINT RATES 


Representative Swing, of California, has introduced H. R. 
12778, to amend subdivision (2) of section 1 of the interstate 
commerce act, by “perfecting the jurisdiction of the Interstate 
Commerce Commission to regulate transportation charges under 
certain conditions.” This is the measure Mr. Swing said he 
would introduce at the suggetsion of the San Diego (Calif.) 
Chamber of Commerce, in an effort to obtain amendment of 
teh law so that the commission would be required to regulate 
rates of common carriers within the United States using a for- 
eign line of railroad as a part of a through route for the trans- 
portation of persons or property from any place in the United 
States through a foreign country to any other place in the 
United States. (See Traffic World, Apri] 7.) 


TELEPHONE COMPANY EARNINGS 


Large telephone companies having annual operating rev- 
enues in excess of $250,000 had an aggregate operating income 
of $21,026,567 in January, as against $19,796,572 in January, 1927. 
an increase of 6.2 per cent, according to the monthly statement 
prepared from company reports by the bureau of statistics of 
the Commission. The number of company stations in service 
at the end of January was 14,822,782, as compared with 14,064,722 
at the end of January, 1927, an increase of 5.4 per cent. 
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MOTOR ‘VEHICLE LEGISLATION 
The Trafic World Washington Bureau 


The House committee on interstate and foreign commerce 
began hearings April 10 on H. R. 12380, the bill introduced by 
Representative Parker, of New York, chairman of the committee, 
providing for regulation of interstate motor bus carriers. 

gs. A. Markel, chairman of the legislative committee of the 
bus division of the American Automobile Association, explained 
that the bill, with respect to the underlying principles of the 
measure, had the support of the state commissions, steam and 
electric railroads, and of the bus division. The Parker bill, a 
revision of the Denison bill, was drafted in large measure by 
the bus division. Mr. Markel offered a number of perfecting 
amendments, some of which were urged by the state commis- 
sioners. He said the amendments did not change the general 
purpose of the bill. 

The definition of the kind of carrier that would be subject to 
regulation under the bill follows: 


The term “motor carrier’ shall mean and include any carrier 
of persons which holds out, announces, or advertises the operation 
of motor vehicles for hire in interstate commerce, or which operates 
or runs motor vehicles over any street, highway, or public place in 
interstate commerce, and indiscriminately accepts and discharges 
such persons as may offer themselves for transportation, either at a 
terminus or points along the way or route on which such motor 
vehicles are used or operated or may be running. es sag in this 
act shall be construed to include busses employed solely in trans- 
porting school children and teachers, or taxicabs, or hotel busses. 


Questions asked by members of the committee indicated a 
feeling that the definition was not adequate. Mr. Markel said 
“contract” haulers would not be included in the definition. Some 
members thought there would be difficulty as to determination 
of what were “taxicabs.” One question raised was whether a 
taxicab without a taxi meter was a taxicab. 

Mr. Markel urged early action on the Dill, asserting that 
the necessity for interstate regulation was generally recognized. 
He said the measure followed the practices of the states that 
were regulating motor vehicles in intrastate commerce. He 
said 44 states were exercising jurisdiction over bus lines. With 
the provision in the bill for use of state commissions as agencies 
for administration of the proposed law, he thought it would not 
be a difficult matter for the state commissions to begin to func- 
tion effectively as soon as the bill was passed. 

John E. Benton, general solicitor of the National Associa- 
tion of Railroad and Utilities Commissioners, appearing in sup- 
port of the bill, reviewed the situation that led up to the demand 
for federal legislation—the Supreme Court decisions holding that 
states could not regulate interstate motor operations. He said 
the position of representatives of the state commissioners was 
that approval of the bill as far as it went should be expressed 
but that that did not mean that the state commissioners had 
changed their view that the same principle should be applied 
to the transportation of freight by motor vehicle. The state 
commissioners believed the latest bill was a step in the right 
direction, said he. He read a telegram from Chairman Gilmore, 
of the Texas commission, urging favorable action on the bill. 
Mr. Benton thought the present bill could be improved by addi- 
tion of a provision that operators who did not operate over regu- 
lar routes could obtain certificates of public convenience and 


‘necessity from the state in which they had their principal places 


of business. He said such a provision was in the original motor 
vehicle bills but that the present bill required that a certificate 
be obtained in each state through which a bus operated. He 
thought that requirement was proper as to busses operating 
over regular routes but not as to busses that were in the so- 
called “floating class.” 

Frank T. Singleton, chairman of the Indiana public service 
commission, made a brief statement to the effect that Indiana 
was interested in seeing that the legislation afforded protec- 
tion to interstate bus travelers through Indiana to the same 
extent that was afforded by the state requirements as to insur- 
ance covering indemnity claims. 


Representative Wolverton, of New Jersey, spoke in support 
of the necessity for regulation’ of bus operations between New 
Jersey points and Pennsylvania points via the new interstate 
bridge between Camden and Philadelphia. He urged early action 
on the proposed legislation. 

The position of. the railroads with respect to proposed regu- 
lation of the motor bus in interstate commerce was outlined 
to the House committee April 11 by R. N. Van Doren, vice-presi- 
dent and general counsel of the Chicago & North Western, and 
chairman of the law committee on motor transportation of the 
Association of Railway Executives. He said the railroads were 
Tepresented in the conferences that led up to the drafting of 
Parker bill. 

“The railroads are not selfish,” said Mr. Van Doren, in a 
humorous vein. “They do not want all the regulation—they are 
Willing to pass it along.” 

Practically all agreed that the motor industry should be 
regulated, said he, adding that it should not be strangled. He 
said the railroads claimed no vested interest in transportation. 
He said the railroads might be compelled, in self-defense, to go 
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into the bus business and later into the truck business and 
that they did not wish provision in the law preventing them 
from doing that. He commended the proposed report of At- 
torney-Examiner Flynn in the Commission’s motor vehicle in- 
vestigation. 

In a brief discussion of the scope of the Parker bill, Mr. 
Van Doren said it was proposed to regulate only busses at 
this time—that it was thought best to make a start with the 
bus. He said the bill did not contemplate the regulaion of con- 
tract carriers, whether private or common carriers. As to regu- 
lation of rates, he said no provision was made for control over 
minimum rates—that the bill merely provided that rates should 
be just and. reasonable. 

The railroads, continued Mr. Van Doren, felt keenly the 
effect of bus competition. They were not asking legislation to 
protect them against such competition but were asking that 
the competition be on a fair basis. 

“Our concern is that when the time comes that the railroads 
must go into the bus business in order to save their revenues, 
they be placed on the same basis as everyone else,” said he. 

He did not believe that it was in the interest of the public . 
to have cut-throat competition. 

Represéntative Cooper, of Ohio, asked if the time would 
come when the railroads would go into the truck business. Mr. 
Van Doren thought that that time would come. 

Representative Nelson, of Maine, asked why not provide for 
fixing of minimum rates to prevent cut-throat competition. Mr. 
Van Doren indicated that that was a development of motor regu- 
lation that might come later. Such regulation, he thought, might 
tend to prevent cut-throat competition between bus lines. 


Mr. Van Doren referred to the decrease in passenger busi- 
ness of the railroads due to motor competition and of the desire 
of the railroads to protect, if possible, their investment and 
revenues. He said the railroads were good sports and were going 
to play the game but that obstacles in the way of the railroads 
going into the bus business should be removed. He said at 
present, because of the anti-trust laws, a railroad could not buy 
a competing bus line and operate the line. He said the railroads 
should be permitted to substitute bus service for train service 
where it could be established that the latter service would meet 
the public’s needs. He did not think there was any danger of 
the railroads, under the proposed regulation, monopolizing 
the motor business, first, because of the conviction of railroad 
operators that there was nothing better than steel rails and 
second because the railroads’ investment was in rail property, 
and that the railroads would go into the bus business only on a 
relatively small scale. If such operation became a menace, he 
said, Congress could deal with the situation. 


Asked by Representative Burtness, of North Dakota, as to 
why the truck was left out of the bill, Mr. Van Doren said that 
the bus, perhaps, presented the more pressing problem at this 
time—that he thought Congress later would have to deal with 
the truck. He said the feeling was that there should be a mod- 
erate form of regulation at the start. 


Mr. Van Doren said if the public wished to ride on rubber, 
the railroads would attempt to meet that demand. He referred 
to running busses on rubber tires on the tracks of the railroads. 

Busses that could be used interchangeably on the highways 
and on the railroads were referred to also by Frank Fageol, 
motor coach manufacturer, who appeared in support of regula- 
tion of bus operations. He said he felt that, fundamentally, 
there should be regulation. As to the form of such regulation, 
he was willing to leave that to those engaged in the business 
of transportation. 

Mr. Van Doren submitted the following amendment to the 
bill, which he said met the approval of the other interests sup- 
porting the measure, to relieve the railroads and others from 
the anti-trust laws, with respect to bus operations: 


Any common carrier which shall en e in the transportation of 
passengers by motor vehicle upon the public highways, or which shall 
own and control a motor carrier which operates such motor vehicles 
or which shall purchase and own the whole or part of the capital 
stock of a corporation organized or engaged as a motor carrier in 
the transportation of passengers by motor vehicle upon the public 
highways in interstate commerce, and for the operation of which motor 
vehicles a certificate of convenience and necessity has been obtained 
as in this act provided, shall be, and it is hereby, relieved from the 
operation of the “anti-trust laws,’’ as designated in Section 1 of the 
act entitled ‘“‘An act to supplement existing laws against unlawful 
restraints and monopolies, and for other purposes,’”’ approved October 
15, 1924, and of all other restraints or prohibitions by any law of 
the United States, in so far as may be necessary to enable it to 
own, control and operate, either directly or through a subsidiary 
corporation, such motor vehicles upon the public highways for the 
transportation of persons in interstate commerce. 


Samuel I. Lipp, of Cincinnati, appeared in support of the 
proposed legislation. 

Cc. C. McChord, counsel for the National Automobile Cham- 
ber of Commerce, told the House committee at the hearing 
April 12 that the special committee of the association appointed 
to consider regulation felt that there was much that was con- 
structive in the Parker bill but also that there was much “that 
may prove destructive.” 

Mr. McChord explained that the members of the associa- 
tion were manufacturers of motor vehicles, including busses, 
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that their customers included shippers, independent bus and 
truck owners, large and small electric and steam railroads and 
the general public. 

“Their interest, therefore,” said he, “is broad and naturally 
lies in encouraging and promoting development of motor vehicles 
along sound lines with a view to being ultimately of maximum 
service and usefulness to the public.” . 

The members of the association believed, Mr. McChord con- 
tinued, that their approach to the problem of regulation should 
be in a progressive and constructive spirit and that only after 
careful study of the facts and a temperate and liberal view of 
the claims of those interested, could legislation be brought for- 
ward that would fully give the public the advantage of the motor 
vehicle as a useful means of transportation. He said to that 
end the association had co-operated with the Commission in its 
motor vehicle investigation. 

Understanding that the question of the motor truck was not 
before the House committee, Mr. McChord said, no reference 
would be made to the truck except to point out that “in the five 
thousand pages of testimony before the Interstate Commerce 
Commission there is practically no evidence of any public de- 
— or need for interstate regulation in any form of the motor 
truck.” 

With respect to the bus, Mr. McChord said there were 
some 90,000 busses in operation; that approximately 95 per cent 
of these were engaged solely in intrastate commerce. He said 
the interstate movement, howver, was a growing one and was 
responsive to a distinct and urgent demand by the public for a 
kind of service “which it likes and which has proved satisfac- 
tory.” Of the total operations in interstate commerce, said he, 
less than 25 per cent was in the hands of steam and electric 
railroads; that the remainder was owned and operated by so- 
called independent companies, many of the busses being in the 
hands of small operators with little capital but who were meet- 
ing a public demand for the service they could render. 

“Some of the bus operations are interstate only by the acci- 
dent of political boundaries, since they serve purely local needs,” 
said he. “Others are interstate in fact and cover long distances. 

“In any consideration which may be given to the question of 
regulation the effect not only on these operators but on the 
using public should be weighed carefully before any legislation 
is enacted. Regulation entails expense and that expense must 
be met ultimately by the public. 

“Care must be taken to see that the effect of regulation is 
not strangulation and that an attempt to build up administra- 
ive machinery shall not result in delays and restrictions which 
may force the operators out of business and thus deprive the 
public of a needed service.” 


In addition to saying that the bill was believed by the asso- 
ciation to contain much that might prove destructive, Mr. Mc- 
Chord said the bill as proposed “involves constitutional ques- 
tions of grave doubt.” Continuing, he said: 


After full and thorough discussion of the problem here presented 
we have reached conclusions that may be stated broadly as follows: 

1. At the present time, and in the present stage of development 
of the motor bus, legislation providing merely for issuance of cer- 
tificates of convenience and necessity to control the operation of com- 
mon carrier motor busses in interstate commerce is believed to be 
all that is called for in the public interest. Such legislation would 
have for its purpose the protection of legitimate bona fide operators 
from wasteful cut-throat competition, and the consequent stabiliza- 
tion of the motor bus business on a sound financial basis to the ulti- 
mate ee ge of the public. Such legislation should, however, give 
effect to the different character of service rendered by the bus, from 
that furnished by steam and electric railroads. 

An adequate check upon possible abuse of the privilege granted 
by such certificates and upon unsatisfactory service is afforded by 
the power to grant additional certificates to permit other bus operat- 
ors to compete and to furnish the service desired and at satisfactory 
rates. There is also the check brought about by competition of the 
private automobile and the steam and electric railroads. 

The time has not yet arrived, and there is no real demand, for 
rate regulation with all the burdens incident to such regulation. 
It is even clearer that any power vested in regulatory tribunals with 
a view to fixing minimum rates of bus operations in order to protect 
existing steam railroad or electric systems or other means of trans- 
portation would not be justified. 

2. It seems fair that the public should have reasonable protec- 
tion against injuries from paar apo operation of busses through 
some measure assuring financial responsibility. This is, however, 
primarily a police regulation as to which the-states now have ample 
powers to deal, in the absence of federal legislation, and therefore 
the question of whether there should be federal legislation, should 
be carefully weighed before any definite recommendation is made. 

. The machinery set up in the bill now under consideration 
appears objectionable in many respects. Aside from the constitu- 
tional question, this machinery apparently will mean long delays, con- 
fusion in administration, and almost hopeless decentralization. 

The problem of utilizing the advice and views of state author- 
ities concerning operation often local in character and at the same 
time bringing about efficient administration of a subject matter which 
Congress has declared to be essentially federal in nature, and beyond 
the powers of the states as such, requires, in the opinion of our com- 
mittee, deliberate and careful study. 

4. Because of the diversity and number of bus operations in- 
volved, because bus service is different in character from rail service, 
because of the public interest, and because the subject is as yet not 
fully understood, we believe that the whole question of regulation 
| gnees - given full and careful consideration before any legislation 
s passed. 

An elaborate record has already been made by the Interstate 
Commerce Commission in the docket above referred to as to legisla- 
tion concerning the problems proposed to be covered by the bill now 
before you. e resepectfully suggest and ask that your committee 
before taking final action in the matter will, in addition to the other 
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evidence before it, call for and give consideration to the record of 
the proceedings before the Commission in that case. 

e respectfully urge further that in a matter of such nation- 
wide interest, involving as it does a new form of transportation which 
day by day is adjusting its service and its t s of vehicles to meet 
the demands of the public, great care be taken to preserve and en- 
courage such transportation; that the committee make haste slowly; 
and that it recommend only such legislation and such restrictions 
and limitations as may be found upon the facts to be actually war- 
ranted and clearly required in the public interest. 


In response to questions by committee members, Mr. Mc- 
Chord said he thought the Commission, if anybody, should issue 
certificates of public convenience and necessity. 

Representative Huddleston, of Alabama, asked whether the 
proposed regulation should be “dumped” on the Commission in 
view of the heavy duties now imposed on that body. Mr. Mc- 
Chord thought money should be provided to enable the Com- 
mission to create a force to deal with the subject if the 
legislation were enacted. 

Mr. Huddleston asked questions that indicated doubt in his 
mind as to the necessity for regulation at this time. Mr. 
McChord said the “consuming public” had not demanded regu- 
lation. or 

La Rue Brown, of Boston, of counsel for the association, 
discussed legal aspects of the proposed legislation and criticized 
the machinery provided in the bill for administration of its 
provisions. He said he was not appearing to oppose legislation 
of the kind proposed, but that he wished to call attention to 
things that he believed demanded special consideration. He said 
the association had not attended the conferences of the groups 
that favored the bill except that conferences had been had with 
the bus division of the American Automobile Association. He 
said the association had not been invited to attend the group 
conferences of representatives of the state commissions, steam 
and electric railways and the bus division of the automobile 
association. 

Mr. Brown discussed .at length the proposal to use state 
agencies in the administration of the proposed law. He said 
he did not challenge the constitutionality of that proposal— 
that his main object was to examine it as to whether it would 
prove practical and workable. He characterized the proposal 
as a radical departure and that one serious effect of the pro- 
posal would be to commit to local agencies matters that soon 
would become national in scope. He said that that might be wise 
and necessary, but that it involved a far-reaching question. He 
raised a question as to paid state officials acting as federal 
officials. 

Representative Huddleston thought if state commissioners 
could be used to administer the proposed law, Congress might 
do the same with state court systems and that the end might 
be destruction of the dual system of state and federal auhority. 

Mr. Brown also raised a question as to state officials view- 
ing applications from a local rather than a national viewpoint 
in passing on them. 

Supposing that an applicant would desire to operate a bus 
line between Boston, Mass., and Washington, D. C., Mr. Brown 
said, that he would have to file applications, under the bill, in 
nine different places. He said the operator would find that 
there was no state commission in Delaware, so that as to that 
state he would have to go to the Interstate Commerce Com- 
mission. He said the bill did not compel the setting up of joint 
boards by the state commissions and that if any one of the 
states objected to the setting up of a joint board, there would 
be none. He thought the bill should require that joint boards 
be established. He suggested, to show the difficulties that might 
confront an operator proposing to establish service between 
Boston and Washington, that New Jersey, for example, might 
refuse a certificate of public convenience and necessity. That 
would take the operator to the Interstate Commerce Commission, 
which, he said, had already, under his supposition, authorized 
the operation through the state of Delaware. If and when the 
operator finally obtained a certificate to operate, he said, he 
would face provisions in the bill relating to regulations and 
that he might be forced to go through the same proceeding 
again, winding up with the Interstate Commerce Commission. 


Mr.’ Brown said the mechanics provided by the bill did not 
look to any liberal development of the motor coach industry. 
He said the bill was unworkable in the respects he had pointed 
out. He said the problem bristled with difficulties. He agreed 
with Chairman Parker and Representative Newton. that the 
problem could be met by having applications filed direct in all 
instances with the Interstate Commerce Commission, which 
would then refer them to the appropriate officials selected from 
state commissions. 

B. L. Thomas, of the Gray Line, of Boston, objected to 
enactment of the bill. He was not against regulation eventually, 
but he did not think regulation should be undertaken now. 

C. A. Baldwin, representing independent bus lines of south- 
ern New Jersey, said the lines were not opposed to regulation. 
He said their chief objection to the bill was that it contained 
the so-called grandfather clause, providing that the fact that 
an applicant for a certificate was in bona fide operation at least 
one year prior to the opening day of the legislative session at 
which the act would be passed and had been operating since, 
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OST comets have a way of 

appearing, creating a “nine 

day’s wonder,” and then jaunting 

off into space for seventy years 

or so before they again flash across 
the horizon of man. 

But ‘‘The Comet’’ of the 
Pennsylvania is one that can be 
harnessed and made to tury the 
wheels of industry. It is a big 
freight train that carries impor- 
tant cargoes to St. Louis and via 
connecting lines te the great 
Southwest. Therefore, it is a very 
useful member of the Pennsyl- 
vania’s family of freight trains. 

Every evening “The Comet” 
leaves the Atlantic Seaboard with 
cargoes from many Eastern mar- 
kets, and rolls toward the big city 


on the Mississippi. In its charge 
is important freight of every de- 
scription, goods that must reach 
their destinations on time. And 
this train has acquired the habit 
of being regularly on schedule. 


Here are three other. Penn- 
sylvania freight trains 
whose regular on time ar- 
rivals have earned them 
distinctive names: 


“THE WHITE MOTH’”’ 
Perishable— Merchandise 


Seaboard Cities to Fort Wayne 


‘*THE THOROUGHBRED”’ 
Live Stock 


Indianapolis to Pittsburgh 
and Seaboard Cities 


‘“*THE VIRGINIAN’’ 
Perishable— Merchandise 
Chicago to Columbus 





-~ that blazes a trail to new records 


Cutting Down Inventories— 
Building Profits 


Greatly increased efficiency in 
freight transportation has enabled 
manufacturers, jobbers and re- 
tailers in the Western territory to 
cut down inventories and build 
up profits. And in the task of 
keeping Eastern shipments flow- 
ing steadily into the markets of 
the West “The Comet” and other 
dependable Pennsylvania freights 
are playing an important part. 
In addition to handling the St. 
Louis trafic “The Comet” hauls 
freight bound for Indianapolis and 
vicinity. Consignees in that terri- 
tory, as well as in St. Louis, have 
found it a reliable carrier—one that 


maintains its schedule regularly and 
dependably month after month. 


Carries. more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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should be considered prima facie evidence as to the public con- 
venience and necessity of such. operation. He urged that that 
be changed to provide that the fact that lines in operation at 
least one year prior to the effective date of the law should 
be conclusive evidence as to public convenience and necessity. 

Senator Watson, chairman of the Senate interstate com- 
merce committee, has introduced in the Senate S. 3992, a bill 
to regulate busses in interstate commerce. The bill is the same 
as that introduced in the House (H. R. 12380) by Chairman 
Parker, of the House committee on interstate and foreign 
commerce. 


MOTOR EXCISE TAX 


The Trafic World Washington Bureau 


Opposition to retention of the excise tax of 3 per cent on 
motor vehicles was voiced before the Senate finance committee 
April 11 by Roy D. Chapin, president of the National Automobile 
Chamber of Commerce. Retention of the tax has been urged by 
Secretary Mellon, of the Treasury Department. Mr. Chapin said 
if the tax were repealed, it would be immediately deducted from 
the delivered price of all automobiles. Referring to a statement 
by Ogden Mills, Under-Secretary of the Treasury, that it would 
be inequitable to the railroads if the motor tax were repealed, 
Mr. Chapin said: 


With reference to the railroad situation, I was curious to see 
just what the attitude of the railroad executives might be, so I wrote 
the presidents of all the leading roads. Unanimously they have 
advised me they have.no objection to the removal of our tax and in 
twelve instances said they believed it should be repealed. 

The attitude of the railroad presidents is the more interesting 
because it reflects the viewpoint of transportation men interested in 
providing the public with efficient transportation at low cost. 

We submit that the motor vehicle today forms one of our greatest 
transportation resources. Yet, while Congress repealed the tax on 
the use of railroad transportation shortly after the close of the war, 
the tax still remains on highway transport. 

Mr. Mills has attempted to further becloud the issue by saying 
that the users should contribute to roads, and in a letter written 
by the Director of the Bureau of the Budget and filed with the Senate 
committee on post offices and post roads, we find this comment made 
on Senator Phipps’ bill providing for the authorization for federal 
aid appropriations: 

“T have to advise that if the existing federal tax on automobiles 
is repealed the proposed legislation would be in conflict with the 
financial program of the President.’’ 

Yet, it is a fact, as you gentlemen know, that there is no relation 
between federal highway aid and motor excise taxes. The first was 
passed in 1916. The excise taxes were not imposed until 1917 and 
would not have been imposed save for war emergency needs: 

Mr. Mills has utterly ignored the fact that the motor users of 
the country are today paying about $700,000,000 in special and per- 
sonal property taxes to the states and municipalities exclusive of the 
war excise taxes. This sum is more than enough to meet the current 
costs of all highway improvement, yet everybody receives a return 
from highway improvement. 

To date, the federal government has actually spent less than 
$600,000,000 for federal highway aid yet it has collected in these war 
excise taxes alone more than $1,000,000,000 from motor users. 

Finally, the federal government has a very direct interest in 
highway improvement. Without highways our national defense, our 
postal service, our interstate commerce would suffer an irreparable 
damage. The Constitution states specifically that roads are a matter 
of general welfare. 


Thomas P. Henry, president of the American Automobile 
Association, also favoring repeal of the tax, said that automobile 
taxes were being increased at a “terrific rate.’ He said a survey 
made by his association showed that in 1927 state motor vehicle 
taxes increased three times faster than registrations, that 
motorists paid in the form of registration fees and gasoline 
taxes, $552,629,000; $60,555,000 in excise taxes; $15,000,000 in 
municipal taxes, and $125,000,000 in personal property taxes, 
making a grand total of $753,184,000. 

The House, in passing the tax reduction bill now being con- 
sidered by the Senate committee, repealed the excise tax on 
automobiles. 


MOTOR REGISTRATION 
Registration of motor vehicles in 1927 totaled 23,127,315, 
according to the Bureau of Public Roads of the Department of 
Agriculture. Total receipts from registration fees and licenses 
amounted to $301,061,132. 


BARGE LINE EXPANSION 
The Trafic World Washington Bureau 


The proposition that what was being asked for the gov- 
ernment barge lines was not only a cash subsidy from the fed- 
eral treasury but also a traffic subsidy from the railroads was 
placed before the House committee on interstate and foreign 
commerce, April 6, for its consideration in connection with the 
proposals to put at least $10,000,000 more at this time into the 
barge enterprise and to compel the railroads to grant divisions 
to the government agency. 

This trend of thought was developed at the conclusion of 
the direct testimony of C. S. Duncan, economist of the Associa- 
tion of Railway Executives. (See Traffic World, April 7.) 

Another development of the hearing was that Representa- 
tive Denison, of Illinois, author of the barge expansion bill, 
admitted, in effect, that he had made an error in the commit- 
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tee report of 1924 on the bill creating the Inland Waterways 
Corporation when he stated that the operation should be dem- 
onstrated to be a success in five years but that the error was 
due to the fact that the railroads had not cooperated with the 
barge line with respect to joint traffic and division arrangements 
as it had been hoped they would co-operate. 

After completing his formal statement, Mr. Duncan dis. 
cussed the amendment proposed by General Ashburn embodying 
a mandate to the Commission with respect to establishment of 
through routes, joint rates and divisions. He referred to the 
amendment as far-reaching in its effect. He said it was not 
within the province of the railroads to call the Commission be- 
fore the committee with respect to the amendment but that he 
wished to read from the Commission’s decision in the case of 
the government barge line against the railroads, reported in 
77 I. C. C. 317, wherein the Commission discussed the broad 
principles underlying interchange of traffic between the barge 
lines and the railroads and pointed out some of the limitations 
in the way of a widespread application of requirements for such 
interchange, and expressed the hope that the railroads and the 
barge lines would get together on the subject. Mr. Duncan 
called the decision to the attention of the committee that it 
might. consider points raised therein in connection with the 
Ashburn mandate proposal. 

Representative Denison said the hope of the Commission 
that the railroads and the barge lines would get together had 
not been realized—he said the evidence before the committee 
showed the railroads had not co-operated in respect of estab- 
ment of joint rates and divisions. He thought the Ashburn 
proposal was the only route to results. ; 

Mr. Duncan called attention to the fact that, notwithstand- 
ing what Mr. Denison said the testimony in the present hearing 
showed, General Ashburn in his official reports had stated that 
the railroads had co-operated with the barge lines and that he 
did not understand that the Inland Waterways Corporation had 
complained that it could not get routes and rates. He made 
the point, in effect, that the committee should give deep con- 
sideration to what was involved in the Ashburn proposal before 
approving it. 

Representative Denison said Mr. Brent and Mr. Hough had 
made it plain that the railroads had not co-operated and had 
refused to co-operate and that therefore the barge line demon- 
stration could not be carried on effectively because of the atti- 
tude of the railroads. 


Mr. Duncan thought that the “error” of Mr. Denison with 
respect to his five-year prediction in 1924 was very important 
because witnesses had stated in the present hearings that the 
“demonstration” might go on for from ten to twenty-five years. 

In answer to Mr. Denison’s statements as to non-cooperation 
on the part of the railroads, Mr. Duncan:also said that what 
the barge lines were asking of the railroads had not been pre- 
sented to the committee. He said there was a feeling that the 
barge lines not only had government support but that in addi- 
tion a “subsidy of traffic’ from the railroads was being asked. 
He said railroads could not be expected to short-haul themselves 
to turn traffic over to the barge lines. 


Mr. Duncan said, in effect, that if the theory underlying 
the proposals before the committee was to take traffic away 
from the railroads that they could carry themselves, it was 
desirable that that be made known. 


Mr. Denison admitted that traffic might be taken away from 
the railroads but he argued that the barge demonstration was 
looking to the time when the railroads could not handle the 
traffic of the country and would have to be supplemented by 
barge lines. He said railroad officials had stated that the volume 
of traffic would double in ten or fifteen years. 


Mr. Duncan said the railroads felt that they could handle 
the traffic that was offered. 

Mr. Denison asked if that did not mean that the railroads 
were opposed to development of barge transportation. Mr. 
Duncan said the position of the railroads was that if barge 
transportation could be economically justified, they were not 
opposed to it. Mr. Denison thought the railroads could advance 
objection to highway improvement on which the government 
was spending hundreds of millions of dollars. Mr. Duncan 
thought there had been some effort to tax the users of the high- 
ways and said if the automobile interests were called, they 
would say they were being taxed too much, but that he saw 
nothing with respect to taxation in connection with the opera- 


_ tion of the barge lines. 


Mr. Duncan, in answer to further questions by Mr. Denison 
as to improving the waterways and operating barges to demon- 
strate the practicability of such operation, said he thought the 
proposals before the committee changed the policy under which 
the barges had been operated. Mr. Denison asked what the 
witness would suggest in the way of amendments. 

Mr. Duncan said he had suggested in his statement that 
the committee find out the actual cost of the barge line opera- 
tions and what the cost would be under private operation before 
further commitment was made by the government to extension 
of the barge services. He also said the barge line should be 
required to submit itself to the same regulation to which its 
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Wonderlands of 
Breath -Taking Beauty 





The Great White Throne from the Royal Trail, Zion National Park 


Zion-Grand Canyon National Parks 
Bryce Canyon - Cedar Breaks 
Kaibab National Forest 


Season June 1 to October 1 


America’s newest, most colorful vacation 
land. America’s greatest combination scenic 
tour! In this far-flung frontier region are tre- 
mendous canyons, sublime in form, exquisite 
in color; vast chasms filled with tinted tem- 
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ever-changing colors. 


The beautiful and the bizarre, the grotesque 
and the grand here are mingled to form an im- 
mense new recreation land of bewildering vari- 
ety, undreamed loveliness, and delightful 
summer climate. 


And there are prismatic plains, stately forests 
filled with deer and other wild life, quaint 
Mormon villages and forts, extinct volcanoes, 
prehistoric ruins, wild horses. 


It takes only five days for this enchanting 
tour after leaving your Pullman at Cedar 
City, the gateway. Shorter tours to indi- 
vidual regions. 


Handsome modern lodges with de luxe accom- 
modations, including the beautiful new Grand 
Canyon Lodge at Bright Angel Point; com- 
modious easy-riding motor buses. Miles of 
scenic horseback trails. You'll meet interest- 
ing people from all parts of the world. 


Low summer fares and famous trains to all 
the West via Union Pacific and low. side trip 
fares to Zion-Grand Canyon en route Yellow- 
stone, California or Pacific Northwest. Ask 
about Escorted All-Expense Tours. 


For complete information and booklet ask 


Cc. J. COLLINS 
General Passenger Agent 
Omaha, Nebr. 
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rail competitors were subjected. Mr. Denison said it was estab- 
lished policy not to regulate port to port water rates. 

“And this has never been done,” said Mr. Duncan, referring 
to what was proposed before the committee as to barge line 
expansion. 

Mr. Duncan said unregulated water rates created a tremen- 
dous element for jnstability of rates and that in addition it 
was not fair not to regulate the water rates and to regulate the 
rail rates. Mr. Denison asked if the answer applied to coast- 
wise and lake water rates and the witness replied affirmatively 
as to such rates on competitive traffic. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, made a brief statement as to the policy of the 
railroads. He read from an address he made in Boston in 1926 
wherein he stated, in effect, that the railroads did not oppose 
permanent and useful additions to the transportation facilities 
of the country, but that all they asked was that the terms of 
competition be fair and that nothing should be done to destroy 
existing agencies of transportation necessary to the welfare of 
the public. 

The situation was now presented, said Mr. Thom, of the 
law requiring rail lines to turn over traffic to the barge lines, 
whereas the law did not require one railroad to turn over to 
another railroad traffic that the first railroad could carry on 
its own rails. The testimony showed, said he, that the barge 
line had reached out into 42 states for traffic and that it had 
joint arrangements with 165 railroads. He said that that meant 
that a large part of the traffic of the railroads would be con- 
tributed to the barge line and that the barge line was being 
supported by aid from the federal treasury and by traffic from 
the railroads. He raised the question as to the railroads being 
required to increase their rates on other traffic if such a volume 
of traffic was taken from them by the barge lines as to make 
that necessary. Taking the survey made to show potential 
traffic available for the barge lines, Mr. Thom said if the survey 
as to there being available in excess of 6,600,000 tons did not 
include tonnage already carried by the barge lines, revenue of 
$75,550,536 to the railroads was involved, and that if the survey 
included tonnage carried by the barge lines, revenue of $62,036,- 
755. He said he merely wished to call the attention of the 
committeé to the fact that a great problem was involved to 
which the committee should give serious consideration as the 
representative of the public. He raised the question as to the 
possibility of serious effect on rail rates if effect were given 
to the proposals before the committee. 

The committee adjourned until April 10, when hearings on 
proposed motor vehicle legislation were to begin. Chairman 
Parker said the barge line hearing would be resumed some time 
after that time. 


HOCH-SMITH REPEAL 


The Southern Traffic League, composed of traffic bureaus, 
chambers of commerce, manufacturers’ associations, and other 
commercial and industrial organizations in the ten southeastern 
states, at a membership meeting in Charlotte, N. C., unanimously 
adopted a resolution calling for repeal of the Hoch-Smith res- 
olution. Senate bill No. 3414, by Senator Glass, having for its 
purpose repeal of the Hoch-Smith resolution, was approved. 

Following is an extract from the minutes of the meeting: 


The Hoch-Smith resolution of Congress was again criticized by 
various members of the league as being unworkable, impracticable, 
and not susceptible of either intelligent or just application and that 
it was so burdening the Interstate Commerce Commission with its 
limited forces as to result in seriously delaying the prompt disposi- 
tion of meritorious individual complaints which the Commission is 
supposed to handle as a as possible. A. G. T. Moore moved 
that the president make a further request of league members to 
take up with their individual senators and congressmen for a repeal 
of the Hoch-Smith resolution at this session of Congress and that 
the executive secretary also write direct to each southern senator 
and congressman urging a repeal of this resolution at the earliest 
practical moment, same being seconded by Mr. Gaines and unani- 
mously carried. 


CARRIER LIABILITY BILL 


Representative Newton, of Minnesota, has introduced a bill, 
H. R. 12773, revising paragraph 11 of section 20 of. the inter- 
state commerce act. .The bill makes liable a delivering carrier 
to the lawful holder of a bill of lading or to any party entitled 
to recover thereon, for the full actual loss, damage, or injury 
caused by any of the carriers receiving, transporting, or deliv- 
ering property covered by the bill. In the case of property 
damage while the freight is in the hands of a carrier by water, 
the bill proposes the same liability for the delivering as for 
the receiving carrier. 

The bill makes provision for suits in federal and state 
courts and proposes to abolish the present provision of the law 
for the filing of notices of claims and the filing of claims within 
90 days and four months, respectively. It also provides that for 
the purposes of paragraphs 11 and 12 of section 20, the switching 
line that may make delivery shall not be regarded as the deliv- 
ering line. The part of the bill revising the provisions about 
notice and filing of claims and the definition of a delivering 
¢arrier is as follows: 
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That all actions brought under and by virtue of this paragraph 
against the delivering carrier shall be brought, and may be main- 
tained, if in a district court of the United States, only in a district, 
and if in a state court, only in a state, through or into which the 
defendant carrier operates a line of railroad: Provided further, That 
it shall be unlawful for any such receiving or delivering common 
carrier to provide by rule, contract, regulation, or otherwise a shorter 
period for the filing of claims than nine months, and for the institu- 
tion of suits than two years, such period for institution of suits to 
be computed from the day when notice in writing is given by the 
carrier to the claimant that the carrier has disallowed the claim 
or any part or parts thereof specified in the notice: And provided 
further, That for the purposes of this paragraph and of paragraph 
(12) the delivering carrier shall be construed to be the carrier per- 
forming the line-haul service nearest to the point of destination and 
not a carrier performing merely a switching service at the point 
of destination: And provided further, That the liability imposed by 
this paragraph shall also apply in the case of property reconsigned 
or diverted in accordance with the applicable tariffs filed as in this 
act provided. 


GLASS RATE BILL 


Senator Glass, of Virginia, who recently intfoduced a bill 
to repeal the Hoch-Smith resolution because of what the Com. 
mission did in the lake cargo coal cases, has introduced another 
bill designed to restrict the power of the Commission in the 
determination of rates. The new bill (S. 3922) would amend 
the interstate commerce act by inserting after section 15-a two 
new sections to read as follows: 


Section 15b. In determining the justness and reasonableness of 
rates, fares, or charges for the transportation of persons or property 
or for the transmission of messages the Commission shall consider only 
(1) the cost to the carrier of the service performed; (2) the value to 
shippers, travelers, or senders of the service rendered to them; and 
(3) whether such rates, fares, and charges are, when taken in con- 
nection with other rates, fares, and charges, sufficient to produce the 
fair return required by section 15a. 

Section 15c. Not withstanding any provision of this act author- 


. izing or empowering the Commission to prescribe a minimum in- 


dividual or joint rate, fare, or charge, the Commission shall make 
no order prescribing any such rate, fare, or charge unless such order 
is necessary either (1) to make the rate, fare, or charge reasonably 
compensatory for the service performed; and (2) to prevent undue 
or unreasonable preference, prejudice, or disadvantage, within the 
meaning of section 3; or (3) to prevent the placing of an undue burden 
on any other kind of traffic or message transported or transmitted by 
the carrier. 


ELECTRIC POWER BILL 


Senator Tyson, of Tennessee, has introduced S. 3920, a bill 
to provide for the regulation through state agencies of the 
transmission and disposition of electric energy in interstate or 
foreign commerce. 


POSTAL RATE REVISION 


Senator Moses, chairman of the Senate committee on post 
office and post roads, indicated this week, after a conference 
with President Coolidge, that there was little chance of final 
action at this session of Congress on the postal rate revision 
bill passed by the House. The senator said he did not think the 
Senate would agree to some of the provisions in the bill which, 
it is estimated, would result in a reduction of revenue of ap- 
proximately $13,500,000. 

President Coolidge is understood to take the view that it 
will not be possible to make any material reductions in postal 
rates without greatly increasing the deficit of the Post Office 
Department and that if a reduction were made, the department 
might be left without funds to meet its expenses. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended April 7 totaled 11,942 cars, as compared with 12,127 cars 
(revised) the preceding week and 16,961 cars in the correspond- 
ing period of 1927, according to the weekly statement of the 
Bureau of Agricultural Economics of the Department of Agri- 
culture, which says: 


A most noticeable feature of fruit and vegetable markets is the 
gradual decrease of total shipments during recent weeks. Until mid- 
March the combined movemerit, week by week, was running above 
the corresponding record for last season. But since that time, each 
week has shown a greater deficiency. Total output of 24 leading 
products last week was only 11,940 cars, or fully 5,000 less than a 
year ago. Apple shipments are much lighter than last spring. Potato 
forwardings have been sharply reduced in an effort to stabilize the 
market. . The later season for cabbage in Alabama and South Carolina 
makes the total movement of that crop only about one-third what 
it was at this time in 1927. All southern truck-crops, such as cucum- 
bers, peas, string beans and tomatoes, are in much lighter supply 
than a year ago. Texas onions have been delayed, and movement 
ad ou fruit lacks one-third of equaling the corresponding total 
or A 


Shipments the week ended April 7 were reported as follows: 


Apples, 521 cars; asparagus, 334 cars; carrots, 180 cars; cabbage, 
413 cars; cauliflower, 119 cars; celery, 503 cars; cucumbers, 20 cars; 
eggplant, 2 cars; imports, 13 cars; grapefruit, 402 cars; imports, 7 
cars; green peas, 54 cars; imports, 2 cars; lemons, 209 cars; lettuce, 
1,302 cars; mixed citrus fruit, 158 cars; mixed vegetables, 765 cars; 
imports, 26 cars; onions, 409 cars; oranges, 1,499 cars; imports, 66 
cars; pears, 19 cars; peppers, 116 cars; imports, 19 cars; spinach, 
537 cars; strawberries, 442 cars; string beans, 89 cars; sweet potatoes, 

9 cars; tomatoes, 298 cars; imports, 417 cars; potatoes, 3,095 cars; 
imports, 217 cars. 
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SAFER SHIPMENTS 
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There is someone 
in your 
organization 
who will benefit 
by reading this 
digest on 


SHIPPING ECONOMIES 


The experience of 47 years in 
solving shippers’ problems has 
gone into the results pictured 
and explained in this booklet. 
It is, aside from being a cata- 
log, a complete discussion of 
how best to prepare your prod- 
uct for economical, bound-to- 
get-there shipping. 


We have through actual per- 
formance saved manufacturers 
thousands of dollars in shipping 
costs by recommendations based 
on a great many practical 
experiences. 


We maintain a laboratory 
used constantly by leading in- 
dustries to prove and reduce 
their shipping costs. Its services 
are yours at any time, without 
cost. 


A complete discussion of your 
shipping problems is sought. 
We will gladly confer with any- 
one you may delegate to this im- 
portant factor in your business. 


Please use the coupon, giving 
us the names of individuals to 
whom we should send our 
treatise. 


ACME STEEL COMPANY 





ACME STEEL CO., 2840 ARCHER AVE., CHICAGO 
Please send, without obligation, “Shipping Economies” to 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter + 
System. published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. Idaho, S. D.) Highways are established 
for the use and convenience of the public, and the state has the 
power through its legislature to impose any regulations on their 
use that might conceivably promote the public interest, and 
to exclude traffic of certain kinds, or make use of such traffic 
conditioned on the payment of certain fees.—Sanger vs. Lukens, 
Secretary of State of Idaho, 24 Fed. Rep. 2d Series 226. 

In the absence of national legislation on the subject, a state 
may rightfully prescribe uniform regulations necessary for public 
safety, and impose a graduated license fee on motor vehicles 
moving in intrastate or interstate commerce on its highways.— 
Ibid. 

Regardless of his status as private or common carrier, indi- 
vidual engaged in business of hauling commodities for public 
generally, on such terms and prices as are specially agreed on, 
held an “auto transportation company,” within Laws Idaho 1927, 
c. 237, requiring persons engaged in auto transportation business 
to file sworn statement, showing certain information, and pay 
certain fees, to be placed in state highway fund.—lIbid. 

As respects individual engaged in business of hauling com- 
modities for public generally by motor vehicles under special 
contracts, Laws Idaho 1927, c. 237, regulating business of “auto 
transportation companies,” and requiring payment of fees, held 
not violative of Const. U. S. Amend. 14, sec. 1, as against con- 
tention that it constituted an attempt by legislative fiat to con- 
vert property used exclusively in business of private carrier into 
that of a public utility, as constituting taking private property 
without compensation, and as denying equal protection of the 
law.—Ibid. 

Individual holding himself out to the public as ready to 
transport commodities by motor vehicles on highways for com- 
pensation held a “common carrier,’ and could not escape lia- 
bility as such by insisting on private contracts with shippers, and 
state, in regulating such business, did not violate either the due 
process or equal protection clause of Const. U. S. Amend. 14, sec. 
1.—Ibid. 

A “common carrier” is one who, by virtue of his calling and 
as a regular business, undertakes to transport persons or com- 
modities from place to place, offering his services to such as 
may choose to employ him and pay his charges.—Ibid. 

A “private carrier” is one who, without being engaged in 
the business of carrying as a public employment, undertakes to 
deliver goods in a particular case for hire or reward.—Ibid. 

Const. Idaho, art. 11, secs. 5, 6, relating to corporations or- 
ganized to construct railroads, held inapplicable to one engaged 
in business of transporting commodities on highways by motor 
vehicles.—Ibid. 


Laws Idaho 1927, c. 237, requiring persons engaged in auto 
transportation business to file certain statement, to procure lia- 
bility and property damage insurance, and pay certain fees in 
amountes rated according to capacity of the vehicle to be used 
for maintenance of state highways, held not violative of act of 
Congress relating to federal appropriations for constructing of 
highways, and providing that highways constructed thereunder 
shall be frée from “tolls.”—Ibid. 

(Supreme Judicial Court of Massachusetts, Suffolk.) Public 
utilities commissioners’ findings of fact, warranted by evidence, 
are not reviewable.—Roberto vs. Commissioners of Department 
of Public Utilities, 160 N. E. Rep. 321. 

Requests for rulings which are not argued are treated as 
waived.—Ibid. 

G. L., ce. 159, sec. 48-a, as added by St. 1925, c. 280, sec. 2, 
requiring certificates of public convenience and necessity from 
Department of Public Utilities to operate motor vehicles carry- 
ing passengers for hire, is not contrary to state or Federal Con- 
stitution.—Ibid. 

The commonwealth has the power to prescribe the condi- 
tions under which public ways may be used by motor vehicles.— 
Ibid. 

The commonwealth can delegate the administration of its 


power to prescribe the conditions under which public ways may . 


be used by motor vehicles to cities, towns, and the Department 
of Public Utilities.—Ibid. 

Public utilities commissioners may consider all conditions 
of public travel within limits of territory described in certificate 
of public convenience and necessity, required by G. L., c. 159, 
sec. 48-a, as added by St. 1925, c. 280, sec. 2, to operate motor 
vehicles for hire, and attach such terms and conditions as such 
convenience and necessity require in their discretion.—Ibid. 

Certificate of public convenience and necessity, required by 
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G. L., c. 159, sec. 48-a, as added by St. 1925, c. 280, sec. 2, to 
operate motor vehicles for hire under licenses granted by mu- 
nicipalities under section 45, as amended by section 1 of latter 
act, is neither a contract nor property, but a privilege, revoca- 
tion of which for non-compliance with its terms, as provided 
in certificate, deprives holder of no vested rights.—Ibid. 

(Supreme Court of Wisconsin.) Bank could make agree- 
ment, under St. 1925, sec. 221.04, subsec. (f), to pay drafts pre- 
sented accompanied by invoices and bills of lading.—Monark 
Metal & Supply Co. vs. General Metal & Refining Co. et al. 
218 N. W. Rep. 179. 

Bank, agreeing to honor drafts drawn on buyer covering 
shipments of metal, could not, under St. 1925, sec. 221.04, sub- 
ge agree to guarantee fulfillment of sales contract by buyer. 
—Ibid. 

Bank’s agreement to honor drafts, accompanied by invoices 
with bills of lading drawn by buyer of metal, was not contract 
of guarantee, but direct contract to purchase negotiable security 
with collateral attached.—Ibid. 

Seller, not shipping metal to buyer after buyer notified it 
that it would refuse further shipments, and not presenting drafts 
to bank with bills of lading and invoices attached, could not 
maintain action against bank for breach of contract to pay drafts 
accompanied by bill of lading, or, in other words, agreement 
to purchase negotiable security with collateral attached.—Ibid. 

In action for breach of sales contract, admitting improper 
evidence regarding price of metal held not prejudicial error, 
where trial was before court.—lIbid. 

(Supreme Court of Washington.) Interstate commerce act 
(49 USCA, sec. 1; U. S. Comp. St., sec. 8563), held inapplicable 
to construction of intrastate logging railroad and extensions by 
lumber company, receiving stock in railroad company for money 
expended and executing mortgage on its property to secure bond 
issue.—Bank of California, Nat. Assn., vs. Clear Lake Lumber 
Co. et al., 264 Pac. Rep. 705. 


“ 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Austin.) Notation on bill 
of lading, “cattle very, very weak, one cow crippled in left front 
leg,” held inadmissible as hearsay in action for injuries to 
cattle, in absence of proof as to when or by whom it was made 
and how party making it obtained his knowledge of facts stated. 
—Morris vs. Davis (now Mellon), agent, 3 S. W. Rep. (2d) 109. 

“Bills of lading’ are both contracts and receipts, and sub- 
ject to explanation or contradiction so far as they partake merely 
of nature of receipts.—Ibid. 


Part of bill of lading which relates to receipt of goods and 
the quality, condition, and quantity thereof is treated as a re- 
ceipt distinct from contract.—Ibid. 


Parol evidence is admissible to show actual condition of 
goods shipped, though statements in bill of lading as to quality, 
condition, etc., when received for shipment be admissible as 
prima facie evidence of facts stated.—Ibid. 

Notation on bill of lading as to condition of cattle shipped 
held not contractual, and hence inadmissible as hearsay, in 
absence of proof of its authenticity by party offering it.—Ibid. 

Charge that burden is on plaintiff to establish material 
allegations in his petition by preponderance of evidence held 
erroneous as requiring jury to determine what are material 
allegations, and as general charge in case submitted on special 
issues to ascertain whether plaintiff is entitled to recover under 
— and proof, in violation of Rev. St. 1925, art. 2189.— 
Ibid. 

Objection to admission of notation on bill of lading as to 
condition of cattle shipped, on ground that it was not shown to 
be act of plaintiff or anyone authorized to act for him, raised 
issue of want of authenticity as ground for its exclusion.—Ibid. 

Notation on bill of lading as to condition of cattle received 
for shipment held not admissible as part of res geste, in action 
for injuries thereto, on assumption that notation was written 
by carrier’s agent contemporaneously with issuance and deliv- 
ery of bill, where it was not shown that original or copy of bill 
with notation, which was not part of shipping contract, was 
delivered to shipper’s agent at time of issuance, nor that such 
extraneous matters are customarily noted on bills of lading by 
carrier’s agent, or in whose possession original bill was.—Ibid. 

Instruction requiring plaintiff to establish thaterial allega 
tion of his petition by preponderance of evidence held erroneous, 
though not directing jury’s attention to ultimate and final matter 
of plaintiff’s right to recover, as no other reasonable conclusion 
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than that plaintiff could recover if he proved material allegations 
of petition could be drawn by jury.—lIbid. 

Instruction requiring plaintiff to establish material allega- 
tions of petition by preponderance of evidence held erroneous 
as of no value as guide to jury in answering issues submitted 
without instructions on burden of: proof.—Ibid. 

Instruction, in action submitted on special issues, that bur- 
den is on plaintiff to establish material allegations of petition 
by preponderance of evidence, held erroneous as imposing spe- 
cific and definite duty on jury to find what are material allega- 
tions, independently of who has burden of proving ultimate 
facts alleged, and not explaining or defining any term necessary 
to enable jury to pass on any issue submitted, in violation of 
Rev. St. 1925, art. 2189.—Ibid. 

Charge in action submitted on special issues that burden 
was on plaintiff to establish material allegations of petition by 
preponderance of evidence held erroneous as requiring jury to 
determine both questions of law and fact.—Ibid. 

Every party litigant has right to have case tried in accord- 
ance with statutory provisions, and is entitled to new trial, if 
such right be violated over his objection by submission of in- 
structions not authorized by statute, unless it clearly appears 
that no injury or prejudice resulted.-—Ibid. 


NORTHSIDE BELT CASE 


“Congress did not in terms prohibit wholly intrastate car- 
riers from building lines to be used wholly in intrastate com- 
merce,” said Associate Justice Brandeis in delivering the opin- 
ion of the Supreme Court of the United States, April 9, in No. 
231, Texas & New Orleans Railroad Co., petitioner, vs. North- 
side Belt Railway Co., affirming the Circuit Court of Appeals 
for the Fifth Circuit, which had upheld the federal court for 
southern Texas. The Texas & New Orleans contended that the 
Northside company was subject to paragraphs 18 to 22 of sec- 
tion 1 of the interstate commerce act and that it would have 
to get permission from the Commission to construct and operate 
a line of railroad. The highest court said that, as long as the 
Northside Belt confined its operations to intrastate commerce, 
it would not violate the federal law. 

The Northside company instituted proceedings to acquire 
by condemnation a right-of-way, for a short distance, over un- 
used land owned by the Texas & New Orleans. Thereafter 
the latter brought the instant suit in the federal court for 
southern Texas, seeking an injunction against the Northside 
Belt. Justice Brandeis said this relief was sought solely on the 
ground that the Northside Belt had not obtained a certificate 
of public convenience and necessity from the Commission. The 
belt company contended that it was exclusively an intrastate 
carrier and not subject to the interstate commerce act. The 
district court agreed with that contention and ordered the bill 
dismissed without prejudice to right of plaintiff to apply for an 
injunction if defendant’s actions in the future brought it within 
the purview of paragraphs 18 to 22 of section 1 of the act. 
The Court of Appeals affirmed the district court without passing 
on the merits. It said the question at issue was moot because 
the line was in operation when the action for relief was brought. 
The highest court said the Court of Appeals was in error as to 


that. It upheld the Court of Appeals for reasons given by the 
district court. 


MILWAUKEE ASSESSMENT CASE 


In No. 501, H. E. Byram et al., receivers of C. M. & St. P., 
vs. A. G. Risty et al., the Supreme Court of the United States, 
April 9, affirmed the federal court for the district of South 
Dakota. The action was originated by the receivers to enjoin 
the apportionment and assessment of benefits on the Milwau- 
kee’s land for maintenance of a drainage system under the state 
agricultural drainage statutes. The lower court denied the in- 
junction sought and this was upheld by the highest court in an 
opinion by Associate Justice Stone. 


COAL CAR SERVICE PRACTICE 


In No. 375, Midland Valley Railroad Co., petitioner, vs. 
Thomas Barkley et al., the Supreme Court of the United States, 
April 9, reversed the Supreme Court of Arkansas. Associate 
Justice Brandeis delivered the opinion of the court. He said 
Barkley and Burnett operated a wagon coal mine in Arkansas 
about a quarter of a’ mile from the line of the Midland Valley. 
Following the strike of bituminous miners in the spring and 
summer of 1922, there was a shortage of coal cars when opera- 
tions were resumed in August of that year. The Midland Valley 
distributed its open top cars among tipple mines and its box 
cars among wagon mines. Barkley and Burnett refused to 
accept box cars and later sued the carrier to recover damages 
for alleged failure to furnish, during a period of car shortage, 
an adequate supply of cars. The carrier objected to the main- 
tenance of the action in a state court. It contended that proper 
distribution of coal cars by interstate carriers in time of car 
shortage was an administrative question that Congress had 
committed to the Commission and that the plaintiffs should have 
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sought relief from the Commission. The trial court overruled 
the objection. The plaintiffs obtained a verdict. The judgment 
was affirmed by the Supreme Court of Arkansas. In reversing 
that court, the highest court said the assertion that no admin. 
istrative question was here involved rested on a misapprehen. 
sion. It said the reasonableness of the Midland’s practice was 
the substantial matter in controversy, and that the reasonable. 
ness of the rule adopted by the carrier was a matter for the 
Commission. 


TAXICAB-RAIL CONTRACT UPHELD 


The Supreme Court of the United States, April 9, in No. 174, 
Black & White Taxicab & Transfer Co., petitioner, vs. Brown 
& Yellow Taxicab & Transfer Co., upheld the validity of a con. 
tract entered into between the Brown & Yellow Company and 
the Louisville & Nashville whereby the taxicab company ob. 
tained privileges for solicitation of business at the railroad’s 
station in Bowling Green, Ky. The Brown company sued the 
Black & White company and the L. & N. to prevent interference 
with the carrying out of the contract. The federal court for 
the western district of Kentucky decided in favor of the Brown 
company. The railroad declined to appeal and the Black & 
White company alone appealed. The court of appeals for the 
sixth circuit affirmed the lower court, and the highest court 
upheld the lower courts. 


SUPREME COURT ACTION 


The Supreme Court of the United States, April 9, restored 
to the docket for reargument No. 607, United States of America, 
Interstate Commerce Commission, and Fort Smith, Subiaco & 
Rock Island, appellants, vs. Missouri Pacific Railroad Co., ap- 
pellee, known as the Subiaco route case. The case has been 
assigned for reargument April 23 after cases heretofore assigned 
for that day have been heard. 

Petitions for writs of certiorari to the Circuit Court of Ap- 
peals for the Highth Circuit were denied by the court in No. 
783, Union Pacific Railroad Co., petitioner, vs. Louis Ilfeld Co., 
and in No. 805, Southern Pacific Co., petitioner, vs. United States 
of America. 


DEMURRAGE CASE REMANDED 


The Supreme Court of the United States, April 9, remanded 
to the Court of Appeals for the Fifth Circuit No. 342, Krauss 
Brothers Lumber Co. vs. A. W. Mellon, as Director-General, a 
case involving the legality of demurrage charges. The highest 
court, however, did not go into the merits of the case, its action 


having had to do with the preparation of the record in the 
lower court. 


VESSEL COLLISION CAS 


The Supreme Court of the United States, April 9, in No. 146, 
Henry Wilson et al. vs. Pacific Mail Steamship Co. et al., and 
No. 173, Pacific Mail Steamship Co. et al. vs. Henry Wilson 
et al., reversed the Circuit Court of Appeals for the Ninth Cir- 
cuit and affirmed the district court. The cases grew out of the 
collision of the Newport, an iron passenger steamer, with the 
Svea, a wooden lumber schooner, off the California coast in 
November, 1922. The district court held that the Newport was 
at fault. The Circuit Court held there was mutual fault and 
divided the damages. The highest court, in an opinion by Ass0- 
ciate Justice McReynolds, said the district court was right. 


PERSONAL INJURY CASES 


In No. 98, Chesapeake & Ohio, petitioner, vs. K. S. Leitch, 
a personal injury case, the Supreme Court of the United States, 
April 9, reversed the Supreme Court of Appeals of West Virginia, 
which had sustained a judgment in favor of Leitch, an engineer 
who was injured by a mail crane. 

In No. 770, Atlantic Coast Line, petitioner, vs. Morgan L. 
Davis, administrator of the estate of W. Baylor Richards, de 
ceased, a personal injury case, the court granted a petition for 
writ of certiorari to the Supreme Court of South Carolina. 


VARYING GRAIN PROPORTIONALS 


Case in equity No. 7687, the A. T. & S. F. and others against 
the United States of America, involving the right of the plantiffs 
to confine traffic to their lines through the expedient of publish 
ing inbound proportional rates to rate break points higher thal 
the local rates inbound, to apply in the event the traffic moved 
by lines other than their own, was submitted for decision t0 
a three judge court at Chicago April 6. (See Traffic World, 
April 6, page 846.) 

The case was set in the federal court for the northert 
district of Illinois, eastern division, and was heard by District 
Judges James H. Wilkerson and George A. Carpenter and Circuit 
Judge Evan A. Evans. Plaintiffs sought an injunction against 
the enforcement of the Commission’s decision in I. and S. 2813, 
grain and grain products from Colorado, Kansas and Nebraska 
to Gulf ports for export, in which the Commission ruled ad- 
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versely to the plaintiffs, including, other than the Santa Fe, the 
Missouri Pacific and the Rock Island. 

R. S. Outlaw, of the Santa Fe, and H. H. Larimore, Missouri 
Pacific, presented the argument for the carriers seeking an- 
nulment of the Commission’s order. Blackburn Esterline, assist- 
ant to the solicitor-general, and P. J. Farrell, chief counsel 
for the Commission, represented the defendant. The Kansas 
City Southern and the Chicago & Alton, interveners in behalf 
of the defendant, were represented by William E. Davis and 
W. W. Hinshaw, respectively. 

As presented in the arguments of counsel, the pivotal point 
was as to whether the question involved was one of routing or 
of rates. It was the contention of Mr. Outlaw and Mr. Larrimore 
that the Commission was in error in finding the inbound pro- 
portionals unreasonable, as, in law, no such rates existed, 
the charges so represented being only a part of a through charge, 
which, it was held, had not been changed. They relied on the 
right of the carrier to prevent itself from being short hauled 
and held that the effect of the Commission’s action was the 
establishment of joint through routes and rates outside the Com- 
mission’s power. 

The defendants held that the effect of allowing the sus- 
pended tariffs would be to charge the shipper, under certain 
conditions, higher rates from points of origin to destinations 
than were in effect and that the suspended rates were unrea- 
sonable, as they were higher than the sum of the locals. 


FLEET CORPORATION WINS SUIT 


“The Merchant ¥leet Corporation was the successful party 
in a suit brought by the Groton Iron Works in the United States 
district court for the district of Connecticut by the decision of 
Federal Judge Thomas,” said the Shipping Board in a statement. 
“The claim of the Groton Iron Works was for $10,969,240.93, and 
the result of the decision will be to relieve the United States 
of responsibility for this enormous claim. 

“The matter was undef the charge of general counsel of 
the Fleet Corporation, Chauncey G. Parker, and the government 
was specially represented by Henry F. Parmelee of New Haven, 
Connecticut.” 

The action grew out of a war-time contract between the 
government and the iron works. 


THEFT FROM INTERSTATE COMMERCE 


The Department of Justice has been advised that Louis 
Fleish has entered a plea of guilty at Detroit and been sen- 
tenced to serve a term of ten years in the Leavenworth peni- 
tentiary and to pay a fine of 2,000 for engaging in thefts of 
commodities shipped in interstate commerce. In July, 1927, a 
motor truck employed by a company engaged in interstate traffic 
was held up and seized by Fleish and several others and com- 
modities to the value of $11,500 were stolen from the truck 
and were subsequently located in Detroit. On being arrested, 
charged with these thefts, Fleish entered a plea of guilty. 


COMMISSION ASKS MANDAMUS 


The United States attorney for the middle district of Penn- 
sylvania has instituted mandamus proceedings, on the request 
of the Commission, bureau of inquiry, against the Cumberland 
Valley Telephone Co. of Pennsylvania, with headquarters at 
Harrisburg, on account of alleged non-compliance with the Com- 
mission’s order requiring telephone companies to file prescribed 
monthly reports of revenues, expenses and capital changes 
within 40 days after the close of each calendar month. It is 
alleged that the company, for a long time, has been delinquent 
in the matter of filing its reports, notwithstanding repeated 
requests from the Commission. Hearing in the matter is sched- 
uled to be had in the federal court at Harrisburg on May 7. 


SUIT AGAINST LAKE CARRIERS 


The government has filed, in the federal court at Cleveland, 
a bill in equity against certain bulk freight carriers on the 
Great Lakes, asking for an injunction to restrain the defendants 
from enforcing alleged agreements as to grain shipments and 
rates thereon. Representative Newton, of Minnesota, brought 
the situation complained of to the attention of the Department 
of Justice, and it was the result of that action that the govern- 
men filed the suit. The Department of Justice, in a statement 
relating to the suit, said: 


It is alleged that the carriers have ertered into agreements 
whereby the spring transportation of grain will be delayed from the 
normal date, about April 15, until May 1. It is also stated that the 
government is in possession of facts showing an agreement in respect 
to rates to be charged for grain shipments on the Great Lakes. The 
fixing of rates by agreement and the postponement of the opening 
of shipping involves violations of the Sherman anti-trust law. 

Owing to the grain accumulated in storage through the winter 
in upper lake ports, awaiting release to the eastern markets and 
for export, the demand for transportation facilities is normally heavy 
at this time of year. Since there are millions of bushels of grain in 
storage in Milwaukee, Superior and Duluth awaiting immediate ship- 
ment, in order to obtain effective relief and to protect shippers against 
similar agreements in the future, the oe has filed a petition 
for an injunction to restrain the defendants from enforcing these 
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po gene or similar agreements respecting the date of shipment 
and rates. 

The following corporations and individuals are named as de- 
fendants in the government’s petition: Great Lakes Steamship Com- 
pany, Pioneer Steamship Company, Interstate Steamship Company, 
Reiss Steamship Company, Valley Camp Steamship Company, Co- 
lumbia Steamship Company, Kinney Steamship Company, Cleveland 
Cliffs Steamship Company, Interlake Steamship Company, Kinsman 
Transit Company, Wilson Transit Company, M. A. Hanna Company, 
Calumet Transporation Company, Stewart Furnace Company, Ameri- 
can Steamship Company, Shenango Steamship & Transportation Co., 
Shenango Furnace Company, C. L. Hutchinson, W. H. McGean, in 
the firm of Hutchinson & Company, Fayette Brown, doing business 
under the firm name of Harvey H. Brown _& Company, G. A. Tom- 
linson, doing business as the Tomlinson Fleet, Arthur Sullivan and 
D. Sullivan, doing business as D. Sullivan & Co., Roland and Adam 
E. Cornelius, in a copartnership as Boland & Cornelius, all of Cleve- 
land, except Boland and Cornelius, the American Steamship Company, 
which are Buffalo, and D. Sullivan & Co., which is Chicago. 


MARINE LEGISLATION 


The House committee on merchant marine and fisheries has 
approved the draft of a bill providing aid for a privately owned 
and operated merchant marine, as well as for continuation of 
the government in the shipping business until transfer of the 
government ships and services to private capital can be brought 
about. 

The bill increases the government ship construction loan 
fund from $125,000,000 to $250,000,000. Loans may be made from 
the fund to private shipowners up to 75 per cent of the cost of 
a vessel at rates of interest approximating the cost of money 
to the government. It provides for ocean mail contracts with 
American ships with liberal rates of pay. Under the measure, 
a mail contract could be negotiated for a period of not exceeding 
ten years, as against one year as provided in existing law. The 
bill also provides for a merchant marine naval reserve and pay 
for officers and men of that reserve. It would create an insur- 
ance fund for carrying risks on vessels and plants in which the 
government has an interest. Federal officials and employes 
would be required to travel on American ships when engaged 
in government business. 

In contrast to the Jones’ bill, passed by the Senate, requir- 
ing unanimous vote of the members of the Shipping Board for 
sales of vessels, the bill favored by the House committee pro- 
vides that vessels may be sold when five of the seven members 
of the board so vote. An amendment to the Jones’ bill, adopted 
in the Senate, placing employes of the Fleet Corporation under 
civil service, was not included in the House bill. 

It was expected that the bill, in its final form, would be 
reported to the House shortly by Chairman White, of the House 
committee. 


OCEAN FREIGHT RATES 
The Traffic World New York Bureau 


Intervention of the Easter holidays brought a considerable 
decrease in the volume of full cargo business, but without any 
further declines in rates. According to present prospects, the 
shipments now in sight will be sufficient to take care of the 
vessels arriving at Atlantic ports in the next few weeks. In 
some quarters there is expectation of an increase in demand 
for ship space, which would result in an advance in charter 
rates, but as yet there is no definite evidence of such a develop- 
ment. Meanwhile, no further declines in rates are anticipated. 

No grain fixtures have been reported in the last few days 
at ports on this coast. A British steamer was closed in London 
for loading at St. John, N. B., in the last half of April at 16 cents 
a hundred pounds, to the west coast of Italy. This is an ad- 
vance of one cent over the last previous fixture. While there 
has been no activity in coal, South American inquiries are still 
in the market at $3.15 a ton from Hampton Roads to the River 
Plate, $3.25 to Santos, and $2.35 to west Italy. 


Fair business has been shown in the sugar trade. Most of 
the inquiries are confined to May loading, with some fixtures 
from San Domingo at 20 shillings a ton, but with later reduc- 
tions in offerings by shippers to 18 shillings. Large vessels 
have been fixed from Cuba at 16s 414d a ton for first half of 
May loading. There has been little activity in lumber or the 
time charter trades. : 

A rate war involving the government-owned merchant ma- 
rines of the United States and Canada has broken out in the 
Australian trade. The Roosevelt Steamship Company, United 
States Shipping Board operators, together with two British 
companies, the Cunard and Ellerman lines, operating out of 
New York, have slashed the rates on automobiles from $8 to 
$6 a ton. This move is directed against the Canadian National 
steamships, which have been moving a large share of automo- 
biles, and the New York lines are prepared to make still further 
cuts should the Canadians meet the $6 rate. : 

The rate revision is a direct result of the preferential tariff 
recently adopted by Australia, under which the port of shipment 
is considered the port of origin of motor cars if the port is 
British territory, while the city in which the cars are man 
factured is considered the point of origin when the port is 2 
territory other than British. ° 

Detroit manufacturers have found it to their advantage to 
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Connections : 


The South Shore Line 
is electrified, connecting 
with the L. E. & W. 
district of the N. Y. C. 
& St. L. Railroad at 
Michigan City, Ind.— 
Wabash Railroad at 
Gary, Ind.—E. J. & E. 
Railroad at Goff Jct. 
(Gary)—Indiana Har- 
bor Belt at East Chica- 
g0, Ind—B. & O. C. T. 
Railroad at Hammond, 
Ind.— Belt Railroad of 
Chicago at Hegewisch, 
lll_— Illinois Central 
Railroad and Pullman 
Railroad at Kensington 
Station, Chicago. 


South Bend 


In the Heart of Indiana’s St. Joe Valley 


South Bend, Indiana, keeps stride with the new and 
remarkable enterprise of Northern Indiana, the territory 
of the Chicago, South Shore and South Bend Railroad 
(South Shore Line). 


South Bend is already famous as a manufacturing 
center, with Studebaker, Oliver Plow, and Bendix Brake 
heading its long industrial list. Now it gains again 
through the fast, dependable freight and passenger 
service of the South Shore Line, a new and growing link 
with Chicago and the West. South Bend profits by third 
morning (L. C. L. freight) delivery to any city in the 
Central Northwest, via this railroad. 
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ship their products across the Canadian border at a small charge 
and thence to Montreal, where they are loaded on ships of the 
Canadian National Steamships. 

American manufacturers find it still further to their advan- 
tage to ship via Montreal because, if cars are shipped to Aus- 
tralia via New York, the freight cost from Detroit to New York 
would be added to the cost of the car as estimated for the tariff 
at Australia. When shipped via Montreal, the freight cost from 
Detroit is not considered. The steamship lines operating from 
New York estimate that the difference brought about by this 
condition is $2 a ton, and they have reduced their rates by this 
amount as a measure of self-protection. 

The intercoastal lumber rate for June has been fixed at $14, 
this being an extension of the May rate. Orders from the At- 
lantic coast for Pacific lumber are increasing and many of the 
carriers are reported well booked. 

Effects of the rate war in the Antwerp-Rotterdam trade are 
being felt in the Scandinavian trade as well as in the southern 
Baltic range. This is especially true in regard to transshipment 
traffic, in which it is possible for shippers to take advantage 
of the low rafes from north Atlantic to Antwerp and Rotterdam 
and have the goods forwarded to the ultimate destination at the 


local rate beyond these ports at a total cost which is less than 
the through rate. 


NICARAGUAN CANAL SURVEY 


Senator Edge, of New Jersey, has favorably reported to the 
Senate from the committee on interoceanic canals Senate Joint 
Resolution 117, as amended by the committee, providing for a 
survey as to the need for a canal across Nicaragua, and also 
ae hs enlarging the Panama Canal. In his report, Senator Edge 
said: 





It has been indicated by the annual report of the Panama Canal 
Commission that if the business of the canal continues to increase 
as it has during recent years, that the capacity of the present canal 
= be taxed to its maximum in the course of 10 or the outside, 

years. 

Suggestions have been made to increase the capacity of the 
Panama Canal to meet this anticipated increase. Likewise suggestions 
have been made to construct a canal across the Republic of Nicaragua 
in order that the United States be possessed of duplicate interoceanic 
canals in the interest of safety and economy. 

On August 5, 1914, a convention was concluded between the gov- 
ernment of the United States and the government of Nicaragua by 
which the latter granted to the United States the exclusive proprietary 
rights necessary and convenient for the construction, operation, and 
maintenance of an interoceanic canal by way of the San Juan River 
and the Great Lake of Nicaragua, or by any route over Nicaraguan 
territory, the details of which are to be agreed upon by the two gov- 
ernments whenever the government of the United States shall notify 
the government of Nicaragua of its desire or intention to construct 
such canal. 

Three million dollars was gata by the government of the United 
States to the government of Nicaragua as the considerations con- 
tained in this convention, so that the right of way, so far as Nicaragua 
is concerned, has already been attained. 

It will be clearly seen that in view of the last survey having been 
completed 27 years ago, that it would be indefensible to authorize 
a public work of such magnitude as either the enlargement of the 
Panama Canal or constructing of the Nicaraguan Canal without a 
completed survey brought down to date. _ 

In the past quarter of a century, engineering developments in the 
matter of sea level canals obviating the necessity for locks have 
been such that this ssibility should unquestionably be given careful 
study and consideration. 

The construction of a canal across Nicaragua would not only 
provide duplicate interoceanic thoroughfares but from an economic 
standpoint, the proposed site of the Nicaraguan Canal being approxi- 
mately 500 miles north of the Panama Canal would mean a saving 
of 1,000 miles in a voyage of a ship going from the Atlantic coast 
of the United States to the Pacific coast. This, of course, in these 
days of high costs for coal and oil, would be a material saving in 
the cost of operation and should be reflected in freight rates. 

Again, it is believed that should the United States undertake the 
construction of a canal across Nicaragua, it would have a practical 
political effect, as the presence of the United States had in Panama 
and Columbia. ... 

The state department, the war department and the navy depart- 
ment have all approved of this proposed legislation. The legislation 
has likewise been submitted to the director of the bureau of the 
budget, who advises fhat it is not in conflict with the financial pro- 
gram of the president. 

In view of the fact that the enlargement of the Panama Canal or 
the construction of a new canal across Nicaragua would necessarily 
require several years, it would seem to be most desirable that this 
legislation authorizi a survey be enacted without delay. 

This joint resolution does not create a new commission, but dele- 
gates to the chief of engineers of the war department the authority 
to carry on the entire work. 


PORT DIFFERENTIAL CASE 


The Maritime Association of the Boston Chamber of Com- 
merce has filed with the Shipping Board a formal petition ask- 
. ing the board to bring about the establishment of ocean rates 
that will put Boston, in the north Atlantic trade, on a parity 
with the port of Philadelphia and Canadian ports north of 
Boston. Boston was asked to file the petition in order that a 
formal proceeding might be had. (See Traffic World, March 24, 
p. 727.) The petition, filed by Frank S. Davis, of the Maritime 
Association, follows: 





Now comes your petitioner, Maritime Association of the Boston 
Chamber of Commerce, and respectfully presents this its petition 
for modification of the rates of freight for shipping cargoes to and 
from Boston, Mass., and respectful represents; 
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Your petitioner is a voluntary organization composed of persons, 
firms and corporations engaged in exporting and importing and mak- 
ing coastwise shipments through the port of Boston, U. S. A., and of 
firms and corporations interested in the development of 
export, import and coastwise traffic to and through the said port of 
Boston, and the development of said port, and said petitioner has 
its principal office in the said city of Boston. 

That for many years prior to the World War, the port of Boston 
handled a vast quantity of commerce which passed through it to 
and from the United Kingdom and northern Europe, the ocean rates 
on such commerce, as a whole, being lower than the rates on com- 
merce to and from the United Ki om passing through the United 
States ports south of Long Island Sound. 

That during the period between 1901 and 1918, the various steam- 
ship lines plying to and from Boston made rates on many of the 
more important commodities, composing their export cargoes to the 
United Kingdom and northern Europe, from two to three cents lower 
than the rates on similar commodities passing through Philadelphia, 
Baltimore, Norfolk. and Newport News; thus in effect offsetting 
much of the advantage which said ports otherwise would have enjoyed 
over Boston, by reason of their lower rail rates on through shipments, 

That during the World War, a uniform rate from all north At- 
lantic ports to northern Europe and the United Kingdom was estab- 
lished, thereby giving American ports south of Long Island Sound, 
as well as Canadian ports to the north of Boston, the advantage of 
lower. through rates, as compared with rates through Boston; since 
= ae the foreign commerce of the port of Boston has seriously 

eclined. 

That in the opinion of the Maritime Association of the Boston 
Chamber of Commerce a large rtion of said loss of Boston’s for- 
eign commerce is due to the disadvantage of higher through rates 
imposed upon Boston by the uniform ocean rate aforesaid. 

That in considering the matter of Boston’s claim for readjustment 
of rail rates, the Interstate Commerce Commission in its findings on 
the New England Ports Differential Case, docket 13548, page 354, used 
these significant words: 

“It does not appear that Boston now gains any advantage what- 
ever by reason of its shorter ocean route, or that Philadelphia or 
Baltimore suffers any disadvantage by reason of its longer routes.” 

Wherefore, the Maritime Association of the Boston Chamber of 
Commerce respectfully preys that your honorable body will, either 
by orders to its own ships handling cargoes to and from Boston, or 
by such other means as it may deem wise, and have the power to 
employ, maye such rates as will put Boston on a parity with the 
Canadian ports aforesaid and the port of Philadelphia. 


The Shipping Board will begin hearings on the port differ- 
ential complaint of Boston June 6 instead of on April 18, as 
originally planned. The change was made to give interested 
parties more time in which to prepare for the. case. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following ocean agree- 
ments filed under section 15 of the shipping act: 


An agreement between Ellerman & Bucknall Steamship Company, 
Ltd. (American & Indian Line), and the six members of the Adri- 
atic, Black Sea and Levant Conference: Under this agreement Eller- 
man & Bucknall are to maintain the rates, terms and conditions of 
the conference lines on cargo transported them on their way to 
India from north Atlantic ports of the United States to Adriatic, 
Black Sea and Levant ports, in consideration of which the confer- 
ence carriers are to furnish Ellerman & Bucknall with copies of 
the conference rate list and contracts, and to permit Ellerman & 
Bucknall to participate in the carriage of conference contract cargo. 

In effect the agreement is a concession by the conference lines to 
an_ outsider whose interests in the Mediterranean are incidental to 
India service. By the agreement the conference lines are contriving 
to preserve rate stability in their trade. Whether they ‘would or 
could similarly agree with another or other carriers en route to India 
or elsewhere, and continue as a conference, is open to question. In 
the circumstances the bureau has not seen fit to require the addition 
to the agreement of a provision for admission of other carriers on 
equality with Ellerman & Bucknall. Under the contract of sale of 
board vessels to the Export Steamship Corporation, the Fleet Cor- 
poration (American India Line, Roosevelt), is, of course, precluded 
from service to Mediterranean ports. 

An agreement between the Matson Navigation Company (Aus- 
tralian Service), Canadian Australasian Royal Mail Line and Union 
Steam Ship Company of New Zealand, Ltd., which creates a con- 
ference to promote passenger traffic between Pacific Coast ports of 
the United States and Australasia and to interchange traffic between 
the member lines. Conference activities are restricted to direct 
through passenger traffic and each member line retains freedom of 
action with respect to fares and charges on its vessels, subject only 
to 30 days’ notice in writi before any reduction in any through fare 
shall become effective. thdrawal from the conference is subject 
to 30 days’ written notice. Any carrier engaged in operating direct 
passenger service in the trade is eligible to a 

American-Hawalian Steamship Co. with American & Indian Line: 
Agreement providing for through movement of shipments from United 
States Pacific Coast ports to Karachi and other Indian destinations 
with transhipment at New York; the through rates to be a combina- 
tion of the local rates of the participating carriers plus cost of trans- 
fer at New York. ; 

American-Hawaiian Rucmehie Co. with Baltimore and Carolina 
Steamship Co. and Los Angeles Steamship Co.: Agreement covering 
through movement of shipments from San Diego to Miami and West 
Palm Beach; transhipment at Los Angeles Harbor and at Philadelphia. 
Through rates to be based on the rates shown in American-Hawaiian 
Eastbound Maximum Tariff S. B. 1 from San Diego plus Baltimore 
and Carolina Company’s local rates from Philadelphia to the destina- 
tions named. Los Angeles Steamship Company is to receive, as its 
proportion of the through rates, 17% cents per 100 pounds when the 
San Diego-Philadelphia rate is 59 cents or less per 100 pounds an 
25 cents when such rate is 60 cents or more per 100 pounds. s 
Angeles Steamship Company is to assume wharfage charges at its 
pier at Los Angeles Harbor and the cost of transfer to the pier 
of the American-Hawalian. while the latter is to absorb wharfage 
and handling charges at its pier at that port. The Baltimore and 
Carolina Company is to bear the transfer cost at Philadelphia. 

Panama Mail Steamship Co. with the California Transportation 
Co.: "Arrangement covering movement of shipments between Atlant 4 
Coast ports of call of the Panama Mail Steamship Company (en 
Stockton, Calif., with transhipment at San Francisco. The throug 
rates to a combination of the local rates of the Panama 4 
Steamship Company plus proportional rates of the California Ear aa 
portation Company. The —_ rates are to include all transfer 
charges at San Francisco, the nama Mail Steamship Company 
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. Your Exporr TRADE 


HE fact that they sail under the Amer- 

ican flag—reach ports in all parts of 
the world—carry their cargoes safely and 
promptly to their destinations—and are 
under the direction of experienced Amer- 
ican operators whose advice has proven 
very helpful—has made the freight ser- 


vices operated for the United States Ship- 


ping Board an important factor in the 
expansion and enlargement of the export 


trade of progressive American shippers. 

Specify American ships for your for- 
eign trade—there are more than 300 of 
them comprising 26 lines and they sail 
from Atlantic Coast, Pacific Coast and 
Gulf Ports to ports in the United King- 
dom, Irish Free State, Continental Europe, 
South America, ‘the Orient, Dutch East 
Indies, Australasia, India and Africa — as 
a matter of fact, to all parts of the world. 
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AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 

42 Broadway, New York City 
North Atlantic to French ports 
AMER. AUS. ORIENT LINE 
Swayne & Hoyt, Inc. 

430 Sansome St., San Francisco, Cal. 
Pacific Coast to Australia, New Zea- 
land, Straits Settlements 
AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 

67 Exchange Place, New York City 
North Atlantic ports to Rotterdam, 
Holland, and Antwerp, Belgium 
DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 

New Orleans to United Kingdom 
and Irish Ports 
DIXIE MEDIT. LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg. 
New Orleans, La. 

New Orleans to Mediterranean ports 
AMER. WEST AFRICAN LINE 
A. H. Bull & Co., Inc. 

40 West Street, New York City 
North Atlantic and Gulf ports to 
west coast of Africa,includingAzores, 

Canary, and Madeira Is 
AMER. MERCHANT LINES 
J. H. Winchester & Co., Inc. 

17 Battery Place, New York City 
Passenger and freight services to 
United Kingdom ports 
AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 

16 Beaver Street, New York City 
North Adlantic ports to Indian ports 
ATL. AUSTRALIAN LINE 
Roosevelt S. S. Co., Ine. 

16 Beaver Street, New York City 
New York to Australian ports 
Periodically the above two lines 


ne on an around the world 
via the Suez Canal. 


GULF BRAZIL 
RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg. 
New Orleans, La. 

Gulf ports to Brazil and River Plate 
ports, east coast of South America 
GULF WEST 
MEDITERRANEAN LINE 
Tampa Interocean S. S$. Co. 

917 Whitney Building, 

New Orleans, La. 

Gulf and South Atlantic posse to 
Portuguese, Spanish, and North Af- 
tican ports (west of Bizerta) 
MISSISSIPPI VALLEY 
EUROPEAN LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Building 

New Orleans, 
New Orleans to French Atlantic and 
Belgian ports 
a oy 4X LINE 
Waterman S. S. le 
Mobile, ‘Ala. 
Mobile and Eastern Gulf ports to 
United Kingdom and continental 
European ports 


AM, ORIENTAL MAIL LINE 
Admiral Oriental Line 
1519 Railroad Ave., South 
Seattle, Wash. 

Puget S. ports on Pacific to Orient 
AMERICAN PALMETTO LINE 
South Atlantic Steamship Line 
Bay Street, East, Savannah, Ga. 
South Atlantic to United Kingdom 
and continental European ports 
AMERICAN PIONEER LINE 
(Atlantic Division) 
Roosevelt S. S. Co. 

16 Beaver St., New York City 
N. Acl. ee ag to 4 ee and 


(Gulf se 
Tampa Interocean S. S. Co. 
Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 
YANKEE LINE 
Rogers & Webb 
110 State Street, Boston, Mass. 
North Atlantic to German ports 









Passenger Services. Included in these services are the 
speedy passenger vessels of the United States Lines sail- 
ing from New York to principal European ports, also 
the American Merchant Lines ships which sail weekly 
between New York and London carrying a limited 
number of passengers at remarkably reasonable rates. 

For complete information oneither freight or passenger 
services as to rates, ships, dates of sailing, etc., write to 










UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. 


WASHINGTON, D. C. 





AMERICAN REPUBLICS LINF 


C. H. Sprague & Son, Inc. 

33 Broad St., Boston, Mass. 
North and South Aclantic ports te 
Brazil and River Plate ports, eas* 

coast of South America 


TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Tex. 

Texas to United Kingdom ports 


OREGON ORIENTAL LINE 
Columbia Pacific Shipping Co., Inc. 
Porter Building, Portland, Ore. 
Columbia River ports on Pacific 

st to Orient 


ORIOLE LINES 
Consolidated Navigation Co. 
Citizens National Bank Building 

ltimore, 
North Atlantic ports to west coast 
of United Kingdom and Irish ports 


SOUTHERN STATES LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 
925 Whitney Central Building 

New Orleans, La. 
New Orleans and Texas ports to 
German and Holland ports 


TEXAS MEDIT. LINE 
Texas Oceanic S. S. Co., Inc. 


Cotton Exchange Bldg. 
Galveston, Tex. 
Texas to Mediterranean ports 


TEXAS STAR LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 
925 bas mm Central Building 

leans, La. 
Texas to Pumndh and Belgian ports 


UNITED STATES LINES 
45 Broadway, — York City 
Passenger, mail, t services to 
England, feolend. France and 
Germany 
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absorb a drayage charge of $1 per ton on lots of less than twelve 
tons and the California Transportation Company to call for lots of 
cargo of twelve tons or more. State tolls on all traffic to be for 
account of cargo. 

Gulf Pacific Line with E. V. Rideout Co.: Arrangement covering 
movement of shipments on through bills of ——. from Gulf ports 
of call of the Gulf Pacific Line to Vallejo and are Island Navy 
Yard transhipped at San Francisco; through rates to bé a com- 
bination of the local rates of the Gulf Pacific plus rates of the 
Rideout Company shown in rate sheet of that company made a 
part of the agreement. The Gulf Pacific to absorb a transfer charge 
of $1 per ton on lots of cargo of less than 5,000 pounds. On lots of 
over 5,000 pounds the Rideout Company will call at the dock of the 
Gulf Pacific Line, eliminating the transfer charge. State tolls at 
San Francisco to be for account of cargo. 

Gulf Pacific Line with the California Transportation Co.: Agree- 
ment in respect to through shipments from Gulf ports to Stockton, 
transhipment San Francisco; through rates to be a combination of the 
local rates of the Gulf Pacific Line plus rates of the California 
Transportation Company shown on rate sheet forming part of the 
agreement. Drayage charge of $1 per ton to be absorbed by the Gulf 
Pacific on lots of cargo under twelve tons and a similar charge on 
lots of twelve tons or more when the California Transportation Com- 
pany is prevented by weather or other conditions from calling at 
the dock of the Gulf Pacific. State tolls on all shipments to be for 
account of cargo. 

American-Hawaiian Steamship Co. with American & Indian Steam- 
ship Line: Arrangement covering movement of shipments on through 
bills of lading from Pacific Coast ports of the United States to Bom- 
bay and other Indian destinations. The through rates to be a com- 
bination of the local rates of the participating carriers plus cost of 
transhipment at New York. 

American-Hawaiian Steamship Co. with Isthmian Steamship 
Lines: Arrangement covering movement of shipments on through bills 
of lading from Pacific Coast ports of the United States to Bombay 
and other Indian destinations. The through rates will be the com- 
bination of the local rates of the participating carriers, plus cost of 
transhipment at New York. 

Gulf Pacific Line with Sacramento Navigation Co.: Arrangement 
covering movement of shipments on through bills of lading from 
Gulf ports of call of the Gulf Pacific Line to Sacramento, tranship- 
ment San Francisco; through rate to be the local rate of the Gulf 
Pacific Line plus “local proportional’ rate of the Sacramento Naviga- 
tion Company. Cost of transfer at San Francisco on carload shipments, 
and on less carload shipments when vessels of the Sacramento Navi- 
gation Company call direct at docks of Gilf Pacific Line, will be 15 
cents per 2,000 pounds, for account of cargo. On less carload ship- 
ments the transfer charges will be $1.20 per 2,000 pounds when the 
Sacramento Navigation Company does not call at the docks of the 
intercoastal carrier, $1 of this charge to be absorbed by the Guif 
Pacific Line and 20 cents for account of cargo. 


PORT FOURTH SECTION CASE 


The Trafic World Washington Bureau 


In his testimony in behalf of the Armstrong and other cork- 
board manufacturers, E. G. Siedle said that foreigners had gone 
into the manufacture of corkboard insulation, the invention of 
an American, to such an extent that the Americans had been 
forced to fight for their very existence. He said that foreign- 
made corkboard was being landed and offered for sale in north 
Atlantic and gulf ports at figures as low or lower than it could 
be made for in American factories. Fundamentally, he said, that 
might not be a matter of much concern to the Commission but 
that the American manufacturers believed it did become per- 
tinent when the Americans said, as they did, that the foreign 
manufacturers were receiving concession from all the American 
railroads serving the ports in the form of handling and storage 
arrangements, and, additionally, in the form of import rates 
from the gulf ports, none of which were accorded to American 
manufacturers. Those concessions, he said, made the path of the 
American manufacturer even more difficult; that they encour- 
aged speculation and dumping by the importers and helped 
neutralize the protection Congress intended the American man- 
ufacturers to enjoy under the custom’s tariff. Two American 
manufacturers, he said, had been driven to importing corkboard 
from their factories abroad, which were established to supply 
the foreign market, so as to meet the competition in this coun- 
try by the foreign manufacturers to whom the railroads gave 
the concessions he had mentioned. 


Tonnage statistics and the history of port differentials were 
put into the record by H. F. Bell, the foreign freight traffic 
manager of the Erie, and R. N. Collyer, chairman of the Trunk 
Line committee. The latter gave statistics about exports and 
imports through St. Johns and Halifax, the Canadian winter 
ports, to show that there was no warrant for export and import 
rates through American ports such as had been proposed be- 
cause the Canadian ports did a very small business in com- 
parison with New Orleans. 

In addition to furnishing statistics Mr. Collyer related the 
history of negotiations between the executives of the lines in 
the affected. territories had with a view to composing the dif- 
ferences of opinion as to the adjustment between the three 
groups of ports. His recital showed a considerable difference 
of opinion among the executives of the roads serving the south 
Atlantic and the gulf ports as well as between the executives 
of the lines serving the north Atlantic ports on one hand and 
those serving the south Atlantic and gulf ports on the other. 
He also told about the Todd-Knott arbitration on which point 
Mr. Rhett, the foreign freight agent of the Illinois Central, was 
subjected to a considerable cross-examination. 

J. E. Adair, chairman of the fourth section committee of 
the Central Freight Association lines, presented material to 
show the maladjustments in rates the northern lines claim is 
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in existence under the present adjustment and what it would be 
under the proposed arrangement. 

With the background created by the historical matter put 
in by Mr. Collyer and the fourth section data furnished by Mr, 
Adair, E. H. Burgess, general solicitor of the Lehigh Valley, 
conducting the case for the northern lines, put on the stand 
L. E. Oliphant, vice-chairman of the Central Freight Association, 
to give the reasons for the opposition of those lines. Mr. Oli- 
phant earlier had indicated generally the position of those lines 
in testimony incidental to other phases. 

Mr. Oliphant said the situation proposed would. be intoler. 
able and without justification, the rates reversing the usual 
rule in ratemaking, that is, of higher charges for longer hauls, 
In the proposed adjustment he said that the first class export 
rate from Cleveland, O., to New Orleans, for illustration, would 
be lower than from Cincinnati, although the latter was 244 miles 
nearer New Orleans than Cleveland. The first class rate from 
Chicago to New Orleans, he said, would be lower than from 
New York to Chicago, the haul to New Orleans being longer 
than to New York. 

Broadly speaking he said that the northern lines had no 
class rates on import or export traffic lower than the domestic 
rates to the north Atlantic ports and that the few commodity 
rates lower than the domestic commodity rates, on export traffic, 
were made to enable American producers to meet the competi- 
tion of their foreign rivals. 

“The position of the C. F. A. lines,” said he, “is that the 
domestic rates to and from the ports are not unreasonable fur 
application to import and export traffic.” 

Mr. Oliphant reviewed the beginning of the present situa- 
tion by directing attention to what was done in 1916 when the 
Southern Railway put in proportionals for the haul south of 
the Ohio, which, when added to the local rates north of that 
river, gave the southern ports a rate equality with New York. 
He said the C. F. A. lines had protested against that adjust- 
ment as Well as that which was put into effect by the Railroad 
Administration in 1919. ,It then ordered an equalization which 
was put into effect just before the end of federal control to re- 
place the adjustment: theretofore in existence since June 235, 
1918, of no import or export rates, export and import traffic 
having to pay the domestic rates. He said that that adjustment 
was made by the issuance of orders to publishing agents not 
connected in any way with the C. F. A. lines, against which 
the C. F. A. lines had protested, even as they had protested 
against the equalization made by the Southern Railway three 
years before. His idea was that the class rates prescribed by 
the Commission in the Southern Class Rate Investigation, from 
and to C. F. A. points to points in the south, should be used on 
the import and export traffic. Those rates, he said, the C. F. A. 
lines had resisted as unduly low but that they. were prescribed 
by the Commission, hence his thought that they should be used. 

After L. E. Oliphant and R. N. Collyer had stated the position 
of the railroads serving the north Atlantic ports, shipper traffic 
men for the north Atlantic ports put in the testimony they 
deemed would show the Commission that it should not permit 
the carriers serving the south Atlantic and Gulf ports to make 
the extensive adjustment they contended they had to have to 
get an equitable share of traffic from territory north of the Ohio 
to move through their ports. 

R. J. Dempsey for the port of Newark, N. J., D. L. Tilley 
for the New York Dock Company, and A. C. Pouch for the 
American Terminals, pointed out the facilities that had been 
constructed at the northern ports for the accommodiation of 
traffic that would seek the north Atlantic ports on the rates to 
them based on distance. 


W. H. Day, for the Boston Chamber of Commerce, put into 
the record the facts about the struggle that port had been mak- 
ing to get a share of the business from the affected territory 
and why, in his opinion, the Commission should not permit the 
southern railroads to reach out into it with the low rates they 
proposed to take more tonnage from territory in which Boston 
had to compete with north Atlantic ports. 


J. Sinclair, chairman of the North Atlantic, United King- 
dom, and North Atlantic Continental Freight Conference, speak- 
ing of ocean rates, said that, generally, there was equalization 
as between New York and New Orleans, but that in some in- 
stances the Gulf ports had an advantage in ocean freight rates. 

A. C. Welsh, for the Brooklyn (N. Y.) Chamber of Com- 
merce, testified that there was no congestion at that port and 
plenty of room for expansion of the water front facilities, 50 
there was no reason or excuse for making inland freight rates 
in the way proposed because all the traffic naturally flowing 
to the north Atlantic ports under a normal adjustment could be 
handled. 

Walter P. Hedden, chief analyst for the Port of New York 
Authority, and Melville J. Mendel, a statistician for the Port 
Authority, took up the suggested danger of congestion at NeW 
York and the consequent necessity for making low rates to the 
Gulf ports to keep other outlets open to show that there was 
not the slightest danger. Mr. Hedden pointed out that while 
New York had six times the berthage space of New Orleans 
its tonnage was only three times that of New Orleans. He 
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thought:the general attitude of the south Atlantic and Gulf ports 
was that New York was getting too large a share of the country’s 
traffic. He said that that could not be so, because more than 
fifty per cent of the tonnage moving from New York was either 
local to New York or brought there by truck. Of imports, he 
said that even a larger percentage was taken to New York 
and the metropolitan area within trucking distance. 

W. H. Chandler, for the Merchants’ Association of New York, 
enlivened the proceedings by admitting that New York was the 
largest port, with the best steamship service and contending 
that it was entitled to the business it did by reason of the 
energy, money, and brains the importers, exporters, merchants 
and manufacturers of New York put into their port facilities. 

“New York has spent more money than the other ports 
will spend,” said Mr. Chandler. “If New York has faster ships 
and gets more business the other ports, to get business, should 
offer better service or make ocean rates that would attract 
business. 

“The Interstate Commerce Commission is not called upon 
by section 500 of the transportation act to take business away 
from New York and other north Atlantic ports by means of 
preferential freight rates to the south Atlantic and Gulf ports. 
I don’t believe the Commission has authority to do what it has 
been asked to do. If the rates proposed are reasonably com- 
pensatory then the rates prescribed by the Commission in the 
Southern Class Rate Investigation are too high.” 

The present adjustment Mr. Chandler ascribed to the visits 
of ‘“‘fur-coated congressmen” to the men in the Railroad Admin- 
istration in the federal control period. He said they came often 
and took away many favors. He said it was true that New 
York had consented to the adjustment made by the Railroad 
Administration at the end of 1919 simply because it was the best 
it could get. He said the proposition before the Railroad Ad- 
ministration then was to give the southern ports the Baltimore 
rates, which were then and now differentially under New 
York. The adjustment then made, he said, was made worse 
by the Commission’s decision in the 1920 advanced rate case 
when the eastern railroads received an increase of 40 per 
cent and the inter-territorial rates, from the north to southern 
ports, were put up only 33% per cent. That resulted, he said, 
for illustration, in making the rate from Cleveland, O., to New 
Orleans less than the rate from Cleveland to New York. 

A. H. Pouder, in behalf of the Baltimore Association of 
Commerce, submitted data pertaining to the steamship service 
through the port of Baltimore, in comparison, particularly, with 
like service through New Orleans, showing destination of the 
lines’ service to and from Baltimore, time of transit and things 
of that sort. His figures showed that New Orleans had nearly 
three times as many sailings as Baltimore and that the value 
of exports and imports, in 1927, was $310,287,784 for Baltimore 
and $582,284,133 for New Orleans. 

Like testimony was put into the record for the Hampton 
Roads ports by W. A. Cox, speaking for the Port Authority of 
Virginia, after which adjournment was taken until April 25, in 
Washington. The plan is then to take up the cross-examination 
of L. E. Oliphant, the witness for the central territory lines, 
and to submit rebuttal in behalf of the southern carriers. 


HAGUE RULES BILL 


The Traffic World Washington Bureau 


Hope for action by the House at this session on H. R. 12208, 
the bill introduced by Chairman White, of the merchant marine 
committee, to give effect by law to the Hague rules governing 
the carriage of goods by sea, was practically abandoned April 
13 as the result of discussion before the House marine com- 
mittee. 

John Nicolson, of the Shipping Board, had appeared to dis- 
cuss briefly why action should be taken at this session in order 
that approval of the Hague rules might be given through enact- 
ment of a law rather than by adoption of the Hague rules treaty 
pending in the Senate. 

Representative Abernethy, of North. Carolina, opposed tak- 
ing up such an important piece of legislation so late in the 
session. He also declared that he understood the bill wiped 
out the liability of the shipowner for damages due to negli- 
gence and that he would fight to the end against such a bill. 
Mr. Nicolson said the fact was that the bill increased the lia- 
bility of the shipowner. 

Representative Davis, of Tennessee, said there were provi- 
sions in the bill he could not support. 

Chairman White said, after the discussion, that, apparently, 
there was little chance of the bill being taken up at this session. 


LOAD LINE BILL 


Chairman Jones, of the Senate commerce committee, has 
favorably reported to the Senate S. 1781, a bill to establish load 
lines for American vessels. An identical bill was favorably 
reported at the last session of Congress. The committee said 
the load line on a vessel indicated the maximum depth to which 
a vessel might be loaded safely and that the purpose of the 
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load line was to promote safety at sea. The act would be ad. 
ministered by the Department of Commerce. 


DECORATION FOR O’CONNOR 


Senator Copeland, of New York, has introduced a bill 
(S. 3984) to authorize Chairman O’Connor, of the Shipping 
Board, to accept a decoration from the government of the King. 
dom of Rumania. Queen Marie, of Rumania, was a guest of 
the Shipping Board and Fleet Corporation on the Leviathan 
when she came to the United States last year. 


FOREIGN TRADE ZONE BILL 


The Senate commerce committee has favorably reported to 
the Senate S. 742, a bill to provide for the establishment, opera- 
tion and maintenance of foreign trade zones in ports of entry 
of the United States. 


SHIP CREWS COMMENDED 


A bill (S. 1609) recognizing heroish on the part of officers 
and crews of the United States steamships Republic, American 
Trader, President Roosevelt, President Harding and the British 
steamer, Cameronia, in effecting rescues at sea, has been favor- 
ably reported to the Senate by the Senate commerce committee. 


The bill authorizes an appropriation of $5,000 for medals for 
the men. 





SALE OF WEST AFRICAN LINE 

The Shipping Board has changed the date for receipt of 
bids on the American West African Line from May 15 to May 
29. It has also modified the terms of sale by reducing the 
required number of voyages annually from north American 
ports from fifteen to twelve. Under this modification, there 
will be required of the purchaser the making of monthly voy- 
ages from the north Atlantic ports and quarterly voyages from 
Gulf ports. (See Traffic World, March 31, p. 794.) 


| Personal Notes 


—————— 





William Cotter, having resigned because of ill health, A. E. 
Wright has been elected president and general manager of the 
Manufacturers Railway and the St. Louis & O’Fallon Railway, 
at St. Louis. The following other officers were elected at the 
annual meeting of the board of directors April 3: Augustus A. 
Busch, chairman of the board of directors; William Cotter, 
retired president and consultant;.D. N. Kirby, vice-president; 
R. C. Harrison, secretary, and Philip Marsh, treasurer. 

Frank Milhollan, member of the North Dakota commission 
since 1919 and its president since 1921, resigned, effective April 
1. He is going into private business at Omaha, Neb. Ben C. 
Larkin, chief elevator accountant for the commission since 1925, 
has been appointed to succeed Mr. Milhollan. 

M. J. Gormley, chairman of the car service division of the 
American Railway Association, has announced the appointment, 
effective May 1, of E. W. Coughlin as district manager of District 
No. 5 of the car service division, with headquarters at St. Louis, 
succeeding J. W. Riley, transferred. 

T. F. Coffey, formerly general agent, at New York, Universal 
Transcontinental Freight Service, operated by Universal Car- 
loading- and Distributing Company, has been appointed assistant 
general freight agent. O. C. Taylor has been appointed special 
representative at Seattle, Wash. S. W. Davis has been appointed 
general agent at Portland, Ore. 

M. J. Murray has been elected vice-president and general 
manager, Transcontinental Freight Company, with headquarters 
at Chicago. 


Edwin W. Keiley has been appointed commercial agent, Erie, 
at Peoria, Ill. 

Harry R. Stocker has been appointed assistant general 
attorney, Missouri Pacific, at St. Louis. He succeeds Thomas J. 
Cole, Jr., who became general attorney January 1, on the re- 
tirement of J. F. Green. 

Following is a list of executives and officials of the Camp- 
bell’s Creek Railroad, effective March 26: J. T. Hatfield, presi- 
dent, Cincinnati, O.; R. P. Gillham, vice-president, Cincinnati; 
Cc. R. Gillham, treasurer, Cincinnati; O. D. Gillham, secretary, 
Cincinnati; W. V. Rensford, general manager, Dana, W. Va.; 
W. W. Miller, assistant general manager, Cincinnati; J. T. 
Hatfield, Jr., general superintendent, Cincinnati; J. B. Rens- 
ford, superintendent, Dana, W. Va.; A. R. Yarborough, traffic 
manager, Charleston, W. Va.; W. E. Streng, comptroller, Cin- 
cinnati; August Helm, general auditor, Cincinnati; J. C. Plant, 
auditor, Dana, W. Va.; E. E. Williamson, vice-president in charge 
of operations, Washington, D. C. 


VISITORS FROM ENGLAND 


The Industrial Transport Association (the National Asso- 
ciation of British Transport Administrators) is planning to send 
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a delegation of about twenty-five men to this country in the 
fall to study American transportation activities. The organiza- 
tion was formed last year. Its objects are “to make industry 
realize the vital part efficiency in transport can play in the 
solution of the fundamental problems of production and selling 
and to advance in every dignified way the industrial transport 
profession.” The association’s distinctive gospel is: “Traitsport 
Must Serve Industry.” The officers are: President, P. J. Han- 
non, M. P.; vice-presidents, Sir Herbert Mathews and H. Her- 
bertson Brownlee, Esq.; chairman, J. J. Hughes, M. Inst. T.; 
vice-chairmen, M. F. Barnard, Dudley E. Elwes, E. A. Hilder, 
William Oldham, M. Inst. T., R. W. Royle, M. Inst. T., and 
John H. Stirk, M. Inst. T; chairman of executive, C. Courtney 
Cramp; treasurer, C. R. Taylor, F. S. S., F. C. I; secretary, 
W. C. G. Freeland. 


PULP AND PAPER TRAFFIC LEAGUE 


At a meeting of the executive committee of the Pulp and 
Paper Traffic League of Canada and the United States at Buf- 
falo this week, it was decided to hold the annual convention of 
the organization at Buffalo June 14 and 15. Among those at 
the meeting of the committee were the following: J. Earl 
Bryan, Chicago, president; Chester L. Whittemore, Boston, sec- 
retary; Carey C. Ferguson, New York, vice-president; Merle M. 
Davis, Erie, Pa., treasurer; Thomas T. Webster, Dayton; Arthur 
D. Huff and Guy Tombs, Montreal; Ben S. Dowdell, Hopewell, 
Va., and Alex H. Campbell, New York.. 


ST. LOUIS SHIPPERS’ CONFERENCE 


The St. Louis Shippers’ Conference Association held a meet- 
ing at the American Hotel Annex April 10. The following sub- 
jects were on the docket: Revision in rates to the southwest, 
membership committee report, report of the annual dinner and 
miscellaneous business. 


DOINGS OF THE TRAFFIC CLUBS 


The monthly dinner-meeting of the Motor City Traffic Club 
(Detroit) will be held April 16 at the Fort Shelby Hotel. W. I. 
Nokely, traffic manager, Michigan Alkali Company and vice- 
president of the Great Lakes Regional Advisory Board and 
president of the Toledo Transportation Club, will discuss the 
benefits of traffic organization. Constantly increasing interest 
is being shown in the meetings and this one is expected to be 
a record breaker. After the address and a short business meet- 
ing the entertainment committee will provideia program. 





The Junior Traffic Club of Cleveland has been organized. 
It has a membership of about 40. A meeting was held at the 
Winton Hotel April 10. Moving pictures of the Ford plant and 
the D. T. & I. Railroad were shown. 





There was an attendance of more than 200 at the joint 
meeting of the Pacific Traffic Association, Transportation Club 
of San Francisco, Women’s Traffic Glub of San Francisco, and 
the Oakland Traffic Club at the Palace Hotel, San Francisco, 
April 3, held for the purpose of digéUssing plans for the annual 
meeting of the Associated Traffic Clubs of America at San 
Francisco June 12 and 13. Among the committee reports was 
that of C. W. Norton, contracting freight agent, Norton, Lilly 
& Co., chairman of the housing committee, who said arrange- 
ments had been made for holding the convention at the Palace 
Hotel, and special rates for visiting guests would be provided. 
Besides the address of James A. Quinby on “Standard Bill of 
Lading,” short addresses were made by William Martindale, 
president of the San Francisco club, J. D. Yates, president of 
the Oakland club, and Miss ‘Edith Johnson, president of the 
women’s club. Lloyd B. Hughes, traffic:-manager of Montgomery 
Ward & Co., has been-appointed secretary of the Pacific Traffic 
Association, succeeding E. M. Stuart, who has left San Fran- 
cisco.. Announcement was also made of the appointment of 
James H. Todd, assistant general freight agent, Sudden & Chris- 
tenson, as chairman of the publicity committee, and E. S. Clark, 
assistant traffic manager, General Steamship Corporation, as 
chairman of the steamship committee, 





The St. Clair River District Transportation Club (Port 
Huron, Mich.) held its sixth annual banquet at the Hotel Har- 
rington March 19. Addresses were made by T. C. Powell, presi- 
dent of the C. & E. I., on “Traffic Development,” and “A” Weeks, 
humorist. The invocation was by the Rev. Jonathan Turner, 
First Congregational Church. Mayor John J. Bell gave a short 
address of welcome and Gordon Ross, president of the club, made 
a short introductory speech. Clair R. Black, judge of the probate 
court, was the toastmaster. 





The Traffic Club of New York will hold its fourth Forum 
Meeting of the year at its club rooms April 19. Vice-Presidents 
Charles W. Braden and F. G. Fi trick will be in charge. The 
subject will be “Private Tank 8.” B. C. Graves, vice-presi- 
dent in charge of car service, Union Tank Car Company, will 
sketch the history and development of the tank car and outline 
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some of the difficulties of operation in the past and discuss the 
present day rules and regulations and conditions under which 
shippers use private cars. A. M. Nelson, general foreman, car 
department, Lackawanna Railroad, will discuss the M. C. B. code 
of rules. General discussion will follow. A “home dinner” wil] 
be served. The “Annual Ladies’ Night” was held at the Wal. 
dorf-Astoria Hotel April 11. Entertainment included cards and 
dancing and a program by the Baltimore & Ohio Glee Club, 
A bridge party will be held in the club rooms the evening of 
April 21. Refreshments will be served. 





The Bridgeport Traffic Association will hold a meeting at 
the Stratfield Hotel April 16. Captain Warren E. Purdy, assist- 
ant to vice-president and general manager of the United States 
Shipping Board, will speak on “Progress and Problems of the 
American Merchant Marine.” Mr. Purdy will be accompanied 
by Captain W. A. Griffith, district director for the board. 





The Indianapolis Traffic Club will hold its monthly dinner. 
educational program at the Board of Trade Hall April 19. C. W. 
Crawford, chairman, general committee, American Railway 
Association, Chicago, will speak on “Demurrage and Storage 
Charges.” 





The Junior Traffic Club of St. Louis will hold a “member. 
ship drive meeting” at the Warwick Hotel April 17. W. E. 
Rosenbaum, consulting traffic manager, will be the speaker. A 
“Moonlight Excursion” will be held on the S. S. Washington 
April 25 and an “Indoor Golf Tournament” will be held at Lay. 
ton’s Recreation Parlor April 28. 





The San Antonio Traffic Club held a meeting at the Y. M. 
C. A. April 9. Members of the Southwestern Pipe Consumers 
Committee, who were meeting in San Antonio, were guests, 
There were a number of talks on transportation matters. U. S. 
Pawkett was in charge. 





The Railway Business Women’s Association of Cleveland 
elected the following officers at its second annual election: 
President, Marie C. McAleenan, chief clerk in the office of gen- 
eral agent, Boston & Maine; vice-president, Mary C. Dibble, 
C. G. W.; recording secretary, Marion H. Grace, New York 
Central; corresponding secretary, Ethel Lovell, N. Y. O. & W.; 
treasurer, Doris Rose. The following committee chairmen were 
elected: Entertainment, Ida C. Gerdy, Northern Pacific; mem- 
bership, Anna Mae Miller, B. & O.; educational, May E. Haynes, 
American Railway Association; publicity, Frances M. White, 
New York Central. 





The Traffic Club of Minneapolis held a meeting at the 
Nicollet Hotel April 12. James W. Frazer, chief torpedoman, 
United States Navy, who got the Navy Cross for heroism in 


connection with salvaging submarine S-51, spoke on “Deep Sea 
Diving.” 





The Little Rock Traffic Club will hold a “Fones Brothers 
Hardware Company Day” at the Hotel Lafayette April 16. A 
dinner dance and “frolic” will be held at the Woman’s City 
Club April 20. 





The Traffic Club of New Orleans held a meeting at the 
Roosevelt Hotel April 2. M. J. Sanders, manager of the Ley- 
land Line, was the speaker. “The only way for New Orleans to 
get a share of that valuable traffic (from Chicago and the north- 
west) is by the development of a new means of transportation— 
river transportation,” he declared. It was announced that 51 
new members had been taken in since the first of the year. 
Joseph Lallande, president of the club, has been named dele- 
gate to the annual meeting of the Associated Traffic Clubs of 
America at San Francisco. 





The Traffic Club of Sioux City will hold its annual banquet 
at the Chamber of Commerce May 2. Carl R. Gray, president of 
the Union Pacific, will be the principal speaker. There will be 
an elaborate program of entertainment. 





The Traffic and Transportation Association of Pittsburgh 
held a meeting at the Chamber of Commerce Building April 13. 
A five-reel picture, “The Story of Iron,” was shown. Entertain- 
ment was furnished by the choir boys of the Episcopal Church 
of Ascension. A “Leap Year Dance and Card Party” will be 
held at the Hotel Schenley April 20. Entertainment will in- 


. clude bridge, five hundred, and dancing. 





The Portland Industrial Traffic Club held a meeting at the 
Multnomah Hotel April 2. Arthur Hand, traffic manager, Free- 
naughty Machinery Company, spoke on “Conference Rulings, 
and S. J. Roper, traffic manager, Marshall Wells Hardware Com- 
pany, spoke on “Demurrage.” 





In pursuance of an effort on the part of the Traffic Club of 
Kansas City and the Junior Traffic Club of Kansas City to 
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“stimulate interest in traffic matters among their members and 
at the same time give such members something interesting and 
instructive,” short addresses. as follows, were presented at a 
dinner meeting at the City Club April 11: “The Physical Oper- 
ation of a Railroad,” by W. F. Kirk, general superintendent, Mis- 
souri Pacific; “The Western Weighing and Inspection Bureau— 
Its Organization, Activities and the Results Obtained Thereby,” 
by S. W. Horstman, district manager, Western Weighing and 
Inspection Bureau; “The Operation of a Local Freight Office,” 
by J. R. Hitchcock, assistant agent, Santa Fe; “Freight Tariffs,” 
by G. L. Glover, commerce counsel and rate expert, and “The 
Hoch-Smith Resolution—The Purpose Thereof and Proceedings 
Resulting Therefrom to Date,” by Clyde M. Reed, commerce 
counsel, Kansas Public Service Commission, and chairman, 
Trans-Missouri-Kansas Regional Advisory Board. The regular 
luncheon of April 10 was not held. 





C. F. Larson, superintendent of safety, Missouri Pacific, St. 
Louis, was the speaker at a meeting of the Traffic Club of 
Wichita at the Wichita Club April 5. Harold T. Johnson, traffic 
manager, United Sash and Door Company, was expected to be 
the speaker at a meeting April 12. 





The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel April 10. There was a program of entertain- 
ment. 





The Traffic Club of Tulsa held a luncheon April 10 with 
approximately 125 in attendance. Plans for the eleventh annual 
picnic, June 5 and 6, to be held at Sand Springs Park, were 
formed. The picnic will be under the direction of a committee 
headed by H. W. Roe. The club voted to sponsor the candidacy 
of Miss Eunice Preston, of the Mid-Continent Petroleum Cor- 
poration, in the Tulsa Rose Carnival contest. A report of the 
membership committee, headed by W. D. Grubb, of the Midland 
Valley and Kansas, Oklahoma & Gulf Railway, disclosed that 
the club now has a membership of 230 men living in the city 
and 75 non-resident members. Members were informed that the 
Tri-State Traffic Club meeting to be held in Miami, Okla., April 
19, had been postponed until May 1. There was a program of 
entertainment. 





The Traffic Club of New England will hold a meeting at 
the Copley-Plaza April 17. Edward E. Whiting, of the Boston 
Herald, will speak on “On the Eve of the Conventions.” There 
will be a program of entertainment. 





The Traffic Club of Toronto held its annual “Off-Lines Din- 
ner” at the King Edward Hotel March 29. There was an attend- 
ance of 450. The speaker and entertainment were provided by 
the Pennsylvania. E. M. Davis, assistant general counsel, Penn- 
sylvania, Pittsburgh, Pa., was the principal speaker. His subject 
was “Some Traffic Problems.” At the conclusion of the dinner 
the meeting was opened by singing the national anthems of 
‘Canada and the United States. Flags of the two cotimtries were 
brought in by officers of the investigation department of the 
Canadian Pacific and the Canadian National. L. B. Sissons 
editor of the Pennsylvania News, was introduced and presented 
the Red Arrow Quartette of the Pennsylvania. The visitors 
were introduced and welcomed. by Robert Killop, president of 
the transportation club. R. J. Menzies, assistant traffic manager, 
New York Central, New York, responded. Visitors were met at 
the trains by delegates in the morning. The club arranged for 
luncheon and a sight-seeing tour in teh afternoon. 


NATIONAL COMMODITY FORECAST 


Transportation requirements for 29 of the principal com- 
modities in the second quarter this year (the months of April, 
May and June) will be approximately 9,035,963 cars, an increase 
of about 323,250 cars above the corresponding period in 1927, or 
3.7 per cent, according to reports received by the car service 
division of the American Railway Association from the thirteen 
. Shippers’ Regional Advisory Boards. 

“This estimate is based on the best information obtainable 
as to the outlook, so far as transportation requirements are 
concerned, by the various commodity committees of the thirteen 
separate Shippers’ Rgional Advisory Boards,” says the car serv- 
ice division. 

“Of the thirteen boards, nine estimated an increase in trans- 
portation requirements for the second quarter of the year com- 
pared with the same period last year, while the other four esti- 
mated a decrease. The ten boards estimating an increase over 
the preceding year were the Atlantic states, Allegheny, Great 
Lakes, Northwestern, Central Western, Southeastern, Southwest- 
ern, Middle Western and the Pacific Northwest boards. Those 
estimating a decrease were the Ohio Valley, Pacific Coast and 
the Trans-Missouri-Kansas boards, as well as the New England 
board, which estimated avery small reduction. 

“The estimate by each Shippers’ Regional Advisory Board 
as to what freight loadings by cars are anticipated for the 29 
principal commodities in the second quarter this year compared 
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with the corresponding period in 1927 and the percentage of 
increase or decrease follows: 





% of 
Board 1927 1928 Increase 
ne OOD Lee ee 168,209 167,902 e3 
BES EI ene tn eee 1,064,492 1,070,377 .6 
NN TEE 5-6-6: 'e aerereie tiblnartnglers-o'e' ie 1,165,028 1,130,758 *2.9 
Rr re er eee 00,164 513,492 2.6 
er 236,841 253,050 6.8 
PUY ID on: vinkavasaenaniono oes 367,896 362,105 *1.6 
PRCIRC MIGTERWORE inci s ccie vcescccs 295,038 308,225 4.5 
Be ee renee 1,108,738 1,227,365 10.7 
ge a ere a ee 703,464 760,615 8.1 
ERE Sr ere 1,154,123 1,163,519 8 
WEIGGIG=WEREGTR 6s ccieciccccccncdsce ee 1,037,021 1,169,800 12.8 
Trans-Missouri-Kansas ............ 7,493 389,123 *2.1 
po ere 514,202 519,632 se | 
*Decrease 


“In submitting reports to the car service division, each 
board estimated what freight car requirements will be for the 
principal industries found in the territory covered by that board. 
On the basis of this information, the car service division esti- 
mates that of the 29 commodities, increases in transportation 
requirements will be required for 24, as follows: 


All grain, flour, meal and other mill products; other fresh fruits; 
potatoes; other fresh vegetables; live stock; poultry and dairy prod- 
ucts; coal and coke; ore and concentrates; clay, gravel, sand and 
stone (including gypsum, crude and powdered); salt; lumber and 
forest products; petroleum and petroleum products; sugar, syrup, glu- 
cose and molasses; iron and steel; cement; brick and clay products, 
lime and plaster; "agricultural implements and vehicles; other than 
automobiles; automobiles, trucks and parts; fertilizers, all kinds; 
paper, printed matter and books; chemicals and explosives, and 
canned goods—all canned. food products (includes catsup, jams, jellies, 
olives, pickles, preserves, etc.). 


“Commodities for which a decrease is estimated were hay, 
straw and alfalfa; cotton, cottonseed and products; citrus fruits, 
and castings, machinery and boilers. 

“The estimate as to what transportation requirements will 
be for various commodities for the second quarter compared 
with the same period last year follows: 


—Carloadings— Estmtd.% 

Commodity Actual Estimated Increase 
its oie is o.oo hia sunewsicagae uke 294,683 310,875 5.5 
Flour, meal and other mill products 224° 620 232,860 3.7 
Hay, straw and alfalfa............. 72,608 68,172 *6.1 
i occ score eepieinslsteiw eines om aied% 341 37,283 *21.3 
Cotton seed and products ......... 25,742 15,708 *39.0 
TUNED cic mnenihes-00 2 Sqels ocdes 34,356 27,137 *21.0 
oS a or 82,970 84,098 1.4 
NIE si. 65:4, arailoneorthict isa 2 <\oaine’ ours ler 59,013 62,042 5.1 
Other fresh vegetables ............ 82,272 84,992 3.3 
RES eer a ee 359,385 368,653 2.6 
Poultry and dairy products......... 37,189 8,74 4.2 
oo eS ee eae eee 2,481,687 ae 375 2.6 
Ore and concentrates ............. 75, 677,429 3 
Clay, gravel, sand and stone (in- 

cluding gypsum, crude and pow- 

A eRe eeeres ee eo 1,104,169 8.1 
Ns ata e aie ao aioe sicctn en siae ccolkn os 10,981 11,002 Be 
Lumber and forest products ...... ,008,929 1,028,487 1.9 
Petroleum and petroleum products 513, 293 538,675 4.9 
Sugar, syrup, glucose and molasses 50,917 51,926 2.0 
I, EE, ceCewemcdiomsierewenes 467, 359 479,533 2.6 
Castings, machinery and boilers... 61,102 59,977 *1.8 
CE cS iorcadnrabacvanneena pence’ 249 49,073 263,931 6.0 
Brick and clay products .......... 204,106 209,506 2.6 
ERUR GME PIGBCEE occicccvccwsre ve 66,051 68,154 3.3 
Agricultural implements and _ ve- 

hicles other than automobiles.. 38,530 42,458 10.2 
Automobiles, trucks and parts...... 42,566 312,777 28.9 
Fertilizer, EE ei doce cad nn ake 5,854 137,329 1.1 
Paper, printed matter and books. 71,650 78,672 9.8 
Chemicals and explosives ........ 61, 431 63,211 2.9 
Canned goods—all canned food prod- 

ucts (includes catsup, jams, jel- 

. lies, olives, pickles, prserves, 
Ge ak Ve bibdeuscoccemnenedyeseos 32,013 32,787 2.4 
Total all commodities listed. ..8,712,709 9,035,963 | 





*Decrease. 


GREAT LAKES ADVISORY BOARD 


A general canvass of the Great Lakes Regional Advisory 
Board district, covering the lower peninsula of Michigan, north- 
ern Indiana, northern Ohio, northwestern Pennsylvania and the 
Buffalo frontier, just completed by the car service division of 
the American Railway Association, indicates an increase of 8 
per cent in the car requirements for the second quarter of this 
year, as compared with the same quarter last year. 

Kenneth A. Moore, president of the board, who is assistant 
traffic manager for the National Automobile Chamber of Com- 
merce, at Detroit, speaking for the automobile manufacturers, 
said: “The automobile manufacturers in this district, in their 
forecast of freight car loadings for the second quarter of this 
year, are predicting a still greater increase in the production and 
shipment of automobiles and parts. Our loading figures are 
the most conservative estimates we can make for April, May 
and June.” 

This estimate was 203,190 cars, an increase of 28% per cent 
over the number required to move new automobiles in the same 
quarter last year. 

The ore shippers, next heaviest users of railroad transporta- 
tion in the district, through H. M. Griggs, chairman, Cleveland, 
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MUNSON 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 








TRACTION 


1.C.&E. 


LINES 


From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly 


FAST 
_ FREIGHT 
SERVICE: 


S  aaimenaal 


ee 
os 







DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 
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To the Majority of 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 





china eo ma 
° 9 ° more 
Philadelphia, Mobile, New Orleans 







siateindinaans Points in 
McCORMICK STEAMSHIP CO. OHIO, INDIANA, 
GENERAL PACIFIC COAST AGENTS MICHIGAN 













KENTUCKY 
TENNESSEE 
VIRGINIA 
N. CAROLINA 
S. CAROLINA 
FLORIDA 








BOSTON, MASS. 







ALABAMA 
GEORGIA 
LOUISIANA 









CHICAGO 


and 179 Other “Monon” 
Stations in Illinois and 























Indiana 
View CHARLES RIVER STORES, 131 Beverly St. Soup be 
Direct Connection with Boston & Maine R. R. ey) fs 1 
Also ALBANY TERMINAL STORES, 137 Kneeland St. poighit 
Direct Connection with Boston & Albany R. R. / 
Also SUMMER STREET STORES, 419 Summer St. . 
Direct Connection with N. Y., N. H. & H. R. R. 
Also BATTERY WHARF STORES The‘]I.C.&E.’ 
Direct Connection with Union Freight R. R. Traction Lines 














Total General Storage Capacity: 9,706,000 Cubic Feet 
MAIN OFFICE: 


Quincy Market Cold Storage & Whse. Co. 


178 Atlantic Avenue, BOSTON, MASS. 










Columbus, London, Springfield, 
Dayton, Osborn, Urbana, 
Bellefontaine, Lima 


WM. R. HUFFER, Traffic Manager, Springfield, O. 
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predict loadings for this period of 156,000 cars. While this is 
not an increase over the actual loadings in 1927, it is within 
130 cars of the record loadings made in that period. 

Sand, gravel, clay and stone shippers expected to use 109,765 
cars, which is about 3 per cent greater than last year’s ship- 
ments. 

Grain dealers reported that prospects for this year indfcate 
a total of 26,250 cars to be moved within the next three months, 
which is an increase of 2,400 cars over the second period of 
last year, or 10 per cent. 

Flour, feed and general milling companies, with a figure 
totaling 37,500 cars, show an anticipated increase of better than 
10 per cent. Hay, straw and alfalfa interests expect an increase 
of better than 5 per cent. It is anticipated that fresh fruit 
will show a small decrease, as will potatoes and other vege- 
tables. These are more than offset by a general increase in 
loading of live stock, which it is predicted will reach a peak of 
10,500 cars. 

Sugar, syrup and glucose manufacturers and dealers expect 
not less than an increase of 11 per cent for a total of 1,950 
cars. Brick and clay products dealers, handling all sorts of 
building materials except lumber, expect to reach a mark of 
14,650 cars, which is 6 per cent better than last year. Lime 
and plaster interests, in common with the fertilizer group, expect 
no decided increase. However, the producers of paper, books 
and printed matter expect to reach the record figure of 10,900 
cars, which is almost 10 per cent better than any previous load- 
ings at this time of year. Canned goods shippers report an 
exceptional amount, of their products already sold, to be de- 
livered in April, May and June. Their increase is anticipated 
to reach 11 per cent for a total of 2,500 cars. 

Manufacturers of chemicals and explosives expect an in- 
crease of 3 per cent, which would bring their total to 12,200 cars. 

Total loadings for the district are placed at 760,615 cars. 


PARKER BILL REPORTED 
The Trafic World Washington Bureau 


Chairman Parker, of the House committee on interstate and 
foreign commerce, April 13 favorably reported to the House the 
railroad consolidation bill as revised by the committee. The 
report outlines the reasons put forward in favor of consolidation 
and analyzes the provisions of the bill, section by section. 

In a minority report, signed by Representatives Rayburn, 
Huddleston, Parks, Crosser, Shallenberger, Milligan and Peery, 
the Parker bill was assailed as being too ambitious in its scope, 
as not merely permitting, but encouraging, consolidations, and 
as providing for ruthless violation of states’ rights. The minor- 
ity further said the bill was written more from the point of 
view of railroad financiers and big bankers than that of railroad 
operators and called it a “bankers’ bill.” It also said the bill 
favored majority stockholders. The minority said, in conclu- 
sion, that no hope was held out for reductions in rates as the 
result of consolidations and that, if that were true, asked what 
were the people to hope for from passage of the Dill. 


BROOKHART CONSOLIDATION BILL 


Senator Brookhart, of Iowa, has introduced a bill (S. 3945) 
to amend paragraph 6 of section 5 of the interstate commerce 
ord by adding at the end thereof a new subdivision to read as 
follows: 


(d) Any proposed consolidation under this section shall provide 
for consolidation of railway properties.into a system extending from 
the Atlantic to the Pacific coast. 


CHAMBER OF COMMERCE MEETING 


Questions relating to transportation have been received by 
the Chamber of Commerce of the United States for considera- 
tion at the annual meeting to be held in Washington May 8 to 
11, inclusive. The proposals, which represent only the views 
of the organizations submitting them, follow: 


The Mankato Chamber of Commerce, Minnesota, proposes a dec- 
laration that the United States Chamber should ascertain whether 
the Interstate Commerce Commission has been too burdened with 
duties as to matters other than rates, and has attempted functions 
not properly within its jurisdiction. 

The Chicago Association of Commerce proposes a declaration 
that the United States Chamber should have a referendum with 
respect to the public being given a right to appear in proceedings 
under the railway labor act of 1926. 

The Division Meeting of the Western Division, after supporting 
the principle of a privately owned and strongly developed American 
merchant marine, asked that the United States Chamber should urge 
the shipping board to engage in a sales policy to encourage acquisi- 
noe of merchant vessels by private owners on a cash or fair credit 

asis. 

The New Orleans Board of Trade proposes a declaration that, in 
view of doubts about new legislation which will enable private com- 
panies to take over existing services, the services now operated by 
the shipping board should be continued and provision should be made 
for replacement of present facilities through construction of modern 
vessels by the shipping board. The Cincinnati Chamber of Commerce 
and ane, yew Orleans Association of Commerce have submitted similar 
proposals. 

The Portland Chamber of Commerce, Oregon, proposes a dec- 
laration in reiteration of the policy of an adequate merchant marine 
with adequate federal aid to place American ships on a basis to 
meet competition of foreign flag ships. 

The Philadelphia Board of Trade proposes a declaration that Con- 
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gress should encourage construction in American yards by providing 

a loan fund at low interest and should enable American ships to com- 

— = foreign flag ships through liberal allowance for carrying 
e mail. 

The National Automobile Chamber of Commerce proposes a dec- 
laration that all highways, including proposed express highways, 
should be kept free to the general public and should not be placed in 
the hands of private promoters. 

The Division Meeting of the Western Division asked support of 
the policy of the department of commerce for the promotion of com- 
mercial aviation, as a policy giving the utmost encouragement to 
private initiative. 

The Chicago Association of Commerce proposes a declaration that 
the United States Chamber should urge its constituent members to 
recommend to their legislatures the enactment of laws for the regula- 
tion of commercial aviation that will be uniform with the laws of the 
United States. 

The Portland Cement Association proposes a declaration for the 
encouragement of commercial aviation with special emphasis upon 
construction and maintenance of municipal air ports in all important 
centers. 


LUMBER SHIPMENTS 


Sharp recovery in new business featured the lumber move- 
ment the week ended April 7, according to telegraphic advices 
received by the Naticnal Lumber Manufacturers’ Association 
from 709 of the country’s leading softwood and hardwood mills. 
Production was less by about 15,000,000 feet, as compared with 
the preceding week, and the volume of shipments was slightly 
larger. The current showing is encouraging, in view of the 
fact that there were 14 fewer mills reporting during the period 
under review, as compared with the week before, according to 
the association. 

The gains in shipments and orders in the softwood group 
of 338 reporting mills show increases of 2,420,390 feet and 17, 
858,244 feet, respectively, over corresponding figures for the 
preceding week. Compared with reports from 318 mills for the 
same week of last year, the current figures represent increases 
of about 23 per cent in production and shipments and 34 per 
cent in orders. 

There were slight decreases in all three items in the hard- 
wood group. Both production and shipments were lower than 
the week before by about a million feet each; and orders were 
less by.approximately two million feet. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and two hard- 
wood regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 


Past Week Week, 1927 1928 (Revised) 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
Mills (or 
i ag) ee 338 371 318 150 353 370 


Production .....247,729 53,933 201,658 20,399 261,521 55,061 


Shipments ..... 272,915 56,051 221,613 21,418 270,495 57,097 
Orders (New 
[ } ae 286,904 52,554 214,062 26,395 269,046 54,700 





*A unit is 35,000 feet of daily production capacity. 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, circulation, etc., 
required 4 f the act of congress of August 24, 1912, of THr TRAFFIC 
WORLD, published weekly at Chicago, Illinois, for April 1, 1927. 

State of Illinois } gs, 

County of Cook 

Before me, a notary public in and for the state and county afore- 
said, personally appeare Wm. E. Eastman, who, having been duly 
sworn according to law, deposes and says that he is the vice-president 
of the THB TRAFFIC WORLD, and that the following is, to the best of his 
knowledge and belief, a true statement of the ownership, manage- 
ment (and if a daily paper, the circulation), etc., of the aforesaid 
publication for the date shown in the above caption, required by the 
Act of August 24, 1912, embodied in section 411, Postal Laws and 
Regulations of this form, to wit: 

1. That the names and addresses of the publisher, editor, man- 
aging editor, and business manager are: Publisher, The Traffic 
Service Corporation, 418 S. Market St., Chicago, Ill.; Editor, Henry 
A. Palmer, 1244 Forest Ave., Evanston, Ill.; Managing Editor, none; 
Business Manager, Henry A. Palmer, 1244 Forest Ave., Evanston, IIl. 

2. That the owner is: (If owned by a corporation, its name and 
address must be stated and also immediately thereunder the names 
and addresses of stockholders owning or holding one per cent or more 
of total amount of stock. If not owned by a corporation, the names 
and addresses of the individual owners must be given. If owned by 4 
firm, company, or other unincorporated concern, its name and address, 
as well as those of each individual member, must be given.) The 
Traffic Service Corporation, Chicago, Ill.; E. F. Hamm, Kenilworth, 
Ill.; Wm. Eastman, Evanston, Ill.; W. C. Tyler, LaGrange, Ill.; C. J. 
Fellows, Saint Paul, Minn. ; 

8. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of 
—— mortgages, or other securities are: (If there are none, so state.) 

one. 

4. That the two paragraphs next above, giving the names of the 
owners, stockholders, and securi holders, if any, contain not only 
the list of stockholders and security holders as they appear upon the 
books of the company but also, in cases where the stockholder or 
security holder appears upon the books of the company as trusteé 
or in any other fiduciary relation, the name of the person or corpora- 
tion for whom such trustee is acting, is given; also that the said two 
paragraphs contain statements embracing afflant’s full knowledge 
and belief as to the circumstances and conditions under which stock- 
holders and security holders who do not appear upon the books of the 
company as trustees, hold stock and securities in a capacity other 
than that of a bona fide owner; and this affiant has no reason to 
believe that any other person, association, or corporation has any 
interest direct or indirect in the same stock, bonds, or other securities 


than as so stated by him. 
WM. E. EASTMAN, 
Vice-President. 
Sworn to and subscribed before me this 31st day of March, 1928. 
{[Seal.] E. C. Flinn. 
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Calmar Steamship Corporation 


= Ship Arrive Depart | Arrive Depart | Arrive Depart ~ ee d 
2 TEXMAR Sailed Sailed Apr. 5 Apr. 10 P ; 

69 CUBORE ile ile pr. 20 Apr. 25 

3 CALMAR_ | Apr. 3 Apr. 8|Apr.10 Apr.15|May 6 May 11 cross 


3 


3 YORKMAR | May 3 May 8/|May10 May 15| June 5 June10 





———_____— —___— Ss 
San Francisco 
Oakland Portland Seattle * 
yer Ship Arrive— Depart Arrive— Depart Arrive— Depart via Seattle 
2 TEXMAR_ | Apr. 12 Apr.15| Apr. 18 Apr.19| Apr. 21 Apr. 23 and the Great Circle Track—the Short 
69 CUBORE Apr. 27 Apr.30|May 3 May 4/]May 6 May 8 oute to the Orient. Build your bus- 
3 CALMAR_ | May 13 May 16| May 19 May 20| May 22 May 24 Roxte Premaphenrenie es gern 
3 PENNMAR | May 28 May 31! June 3 June 4/ June 6 June 8 ness in the Ure y promp 
3 YORKMAR | Junel2 Junel5 | June18 June19 | June21 June23 eries. This you can accomplish by us- 
——_—_—_—_————[[SS[=SSl——————SS—_—_—_=_=_==—=_=[=[==_==[=_= === OOOO ing the President Liners. Every alternate 
Shi ts routed via Calmar Line should be consigned as follows: i i 
VIA PHILADELPHIA—Consign all carload and L. C. L. freight Saturday a sailing from Seattle for Yoko 
to Calmar age yea Neg oe ol nag & McCormack, Inc., General hama, Kobe, Shanghai, Hong Kong, 
Agents, Pier 27 North, iladelphia, Pa. ; : t . 
eevIA BALTIMORE.—Consign all carload and L. C. L. freight to Manila. Through Bills of Lading issued 
Cal Ste hi poration, oore cCormack, Inc., Genera . 
p emmenn Gunton Ceatediee. Pier 3 Canton, Baltimore, Md. If edeasinain to all Oriental ports. 
are being routed via Baltimore & Ohio Railroad, consign to Calmar 
Steamship Corporation, Locust Point, Baltimore, Md. T. J. Kehoe, Gen. Eastern Agt., 32 Broadway, New York 
Ter inineeneit WARS SOND a 8 W.G. Roche, Inc., Gen. Agt., R. W. Bruce, Gen. Agt., 
CALMAR STEAMSHIP CORPORATION, 1714 Dime Bank Bldg. 110 S. Dearborn St., 


Moore & McCormack, General Agents, Detroit, Mich. Chicago, Ill. 
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CALMAR LINE — COAST-TO-COAST 
Baltimore Philadelphia Los Angeles 


PENNMAR | Apr. 18 Apr. 23| Apr. 25 Apr. 30| May 21 May 26 








the Pacific 


. a = Rang me ba RS P L. L. Bates, General Freight Agent, 
ourse Building iladelphia, Pa. ; > 

Citizens National Bank Bldg., Baltimore, Md. 1519 Railroad Ave. So., Seattle, Wash. 
Oliver Building, Pittsburgh, Pa. 
Rookery Building, Chicago, 


2, rr American Mail Line 


ey SRY tg ond Preneiseee Calit. Other Offices, Boston, Philadelphia, Baltimore, Pittsburgh, 
318 Transportation Bldg., Los Angeles Portland, Ore., San Francisco,-Calif., Tacoma, Wash., 
911 Board of Trade Bldg., Portland, Ore. Vancouver, B.C., Victoria, B.C. 
201 Central Bldg., Seattle, Wash. . 





Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 






From Veracruz to: 

Mexico City - - 23 hours 
Pachuca- - - - 23 hours 
Puebla - - - - 20 hours 









From Tampico to: 
Mexico City - - 47 hours 
Pachuca- - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 





Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- 


. s For complete information, communicate with 
American Line.) 


F.P. Dut ivom, Gen. Agent G. B. Aiea, sag a 
F ss ~ 1515 Penn Building 219 XC g 
Through bills of lading issued by New hogy City bi apes Mo. 
steamship lines to all destinations F.N. Puente, Gen. Agt. A. Horcasitas, Com. A, F. C. Lona, Com. Agt. 
° e ° Monadnock ae Whitney B nk Bidg 301 M: tte Buildin 
on the National Railways of Mexico Gan Prenciacs, Big "New Ulieate, La Chicago til. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions ope Practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 3 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Freight Charges—Demurrage—Liability for 


Georgia.—Question: We shipped from our mill a car of 
lumber, naming ourselves as shipper and consignee in the bill 
of lading. We placed instructions with destination agent to 
deliver the car to our customer on surrender of our written order 
which was attached to draft and drawn through the bank. The 
shipment was sold by us f. o. b. cars destination, and the freight 
bill was accepted by the bank as part payment. Delivery of 
the shipment was made in accordance with our instructions, and 
we paid the usual $5.85 reconsigning charge. After the car was 
accepted by our customer demurrage accrued against the car, 
but he declines to.pay same. 

The railroad contends that we are liable for the demurrage 
accruing at destination, as we are named consignee in the bill 
of lading. We contend that we are not liable, as the demurrage 
accrued after the car had been reconsigned and passed out of 
our control. : 

Are we liable for the demurrage? 

Answer:—We can locate no decision covering the liability 
of a party shown in the bill of lading as consignor and consignee 
for demurrage accruing after delivery of the shipment by a 
carrier to a party designated by the consignor. 

It has been held, however, that a consignee is liable for 
freight charges, regardless of the liability of the party to whom 
he has directed delivery of the shipment. See N. Y. C. R. Co. 
vs. Ross Lumber Co., 137 N, E. 324; Dare & Co. vs. N. Y. C. 
R. Co., 20 Fed. (2) 379; N. Y. C. R. Co. vs. Sharp, 206 N. Y. S. 
755, and Case vs. Union Pacific R. Co, 241 Pac. 693. 

In the case first cited the court said: 


Defendant stood in the relation of owner of the carload of lumber. 
The bill of lading designated it as consignee. That fact is in itself 
evidence of ownership. It does not appear from the agreed facts that 
plaintiff (carrier) had knowledge or notice that defendant was not 
the owner, or that defendant was not in fact such owner. The 
S. Johnson Company might, for all that appears, have been the agent 
of defendant whose duty it was to take delivery on its behalf. As 
defendant was the presumptive owner, if it accepted the freight 
in the capacity of_owner, the law implied a promise on its part to 
pay the charges. Citing P. C. C. & St. L. vs. Fink, 250 U. S. 577. 

When it wrote the letter directing the delivery without notifying 
the plaintiff that it was not the owner of the goods, it acted either 
as consignee or a volunteer. We may not assume that its letter was 
the act of a meddler. We must, therefore, presume that it wrote 
as consignee. It follows that it accepted the goods by an act of 
ownership when it exercised dominion over them by giving directions 
for their delivery, and the plaintiff was justified in treating it as the 
owner of the goods. . . The carrier was not bound at its peril to 
enforce payment of: freight from the S. Johnson Company, and its 
right to resort to the defendant under the contract was not impaired 
by délivery of the freight under its direction. The language used in 
defendant’s letter was not contractual. Its effect was merely to give 
plaintiff an option to demand payment from the person to whom it 
delivered the goods. 

It is unnecessary to consider what would be the rights of the 
parties if the plaintiff had been chargeable with notice before the 
ee the goods by it, that defendant was not the owner of 

e goods. 


Whether the reasoning in these cases will apply to demur- 
rage, is a debatable question, in view of the fact that demurrage 
accrues after the transportation directed by the consignor and 
consignee is ended, although it may be presumed, in the absence 
of knowledge on the part of the carrier to the contrary, that 
the party to whom the delivery was made, in accordance with 
the instructions of the consignor and consignee, was an agent 
of the consignee, liability for demurrage on the part of the 
consignee, can, it would appear, be predicated thereon. 

Passes or Free Transportation to Employes of Tank Steamer 
Line 

Louisiana.—Question: We have several of our employes 
engaged in the business of handling our tank steamers that are 
operated by one of our subsidiary companies. These employes 
handle traffic matters, purchasing of supplies, machinery repairs 
and other duties pertinent to the successful operation of steam- 
ships. 

These steamers are engaged mostly in the transportation of 


the commodity in which we deal, between tropical ports and : 


ports in this country. They are also chartered out from time 
to time to handle liquid cargoes for companies other than our 
own. 

Under these conditions, are employes of such steamship 
companies entitled to rail transportation, provided, of course, 
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that rail lines in the U. S. would be willing to issue such trans- 
portation in the event it is perfectly legal to do so? 

Answer: Section 1, paragraph 7, of the interstate commerce 
act, prohibits common carriers from issuing free or reduced 
interstate transportation to persons, other than its officers, 
agents, employes, their families and other persons as described 
therein. It also permits the interchange of passes between 
“common carriers” for account of such persons as described 
above. 

In this connection, the term “common carrier” is not limited 
to “common carriers” subject to the act, but includes also com. 
mon carriers not subject to the act. U.S. vs. Erie R. R. Co, 
236 U. S. 259. 

Therein the court held that a carrier subject to the act 
was authorized to exchange passes with trans-Atlantic steamship 
lines and foreign railroads not subject to the act, as well as 
with “common carriers” that are subject to the act. 

The test is then whether or not your tank steamer line is 
a common carrier. If so, then the rail carriers may issue passes 
to your employes engaged in the tank steamer line’s operations. 
While it is probably true that your line is not in a position to 
interchange passes with the rail carriers, due to the fact that 
it is engaged exclusively in freight traffic, this fact is not, in 
our opinion, material because the same might be said of small 
stub lines. Nevertheless, said lines enjoy the interchange of 
passes provision even though they have practically no reciprocal 
transportation to offer in return. We do not locate a case in 
point on this feature, however. 

On the other hand, if your line is not a common carrier, 
then, of course, your employes are not entitled to free trans- 
portation over the lines of other common carriers. 

In this connection, 10 Corpus Juris, page 38, section 4, de- 
fines a private carrier as follows: 


A private carrier is one who, without being engaged in the busi- 
ness of carrying as a public employment, undertakes to deliver goods 
in a particular case for hire or reward. He may carry or not, as he 
deems best. He is but a private individual and is invested, like all 
other private persons, with a right to make his own contracts. 

A common carrier is described in Section 9, page 39, of 10 Corpus 
Juris, as follows: 

A common carrier has been defined as ‘fone who undertakes for 
hire or reward, to transport the goods of such as choose to employ 
him from place to place.” This definition applies to carriers by land 
and by water, without regard to distance or motive power. 


Your facts are not sufficient for us to give our opinion as 
to whether or not your line is a common carrier. It is stated 
that the tanks are chartered out from time to time to other 
companies, but you do not make it clear whether there is a 
holding out by you to transport the goods of any or all who 
wish to employ your services or whether you charter your steam- 
ers out only to certain persons or firms. If there is a general 
holding out or offer of such services on your part then your line 
is a common carrier, otherwise not. 


Notice of Claim—What Constitutes 

South Carolina—Question: Please refer to your answer to 
“South Carolina” on page 486 of the February 25, 1928, issue of 
The Traffic World, under the caption “Notice of Claim—What 
Constitutes.” 

The decisions cited in your reply seem to deal with short- 
ages, while our case has reference to damaged goods. We should 
have stated in our original inquiry that these were carload ship- 
ments, in which there were several pieces broken, the agent 
having made notation of the damage on delivery. 

Your further advice will be appreciated. 

Answer: While the principle of the cases holding that a 
shortage notation is not notice of claim, is applicable to a nota- 
tion covering injury to goods, it has been specifically held that 
a notation of the latter kind does not constitute notice of claim. 
See Taft & Van Dyke vs. A. C. L. R. Co., 93 S. E. 752, in which 
it was held that a shipper could not recover for an injury to 
a furniture shipment where he failed to file the required written 
notice of loss within the specified time, although the agent had 
actual knowledge of the loss; that the notation by the railroad 
agent on the freight bill as to injury to the shipment was not 
in compliance with the bill of lading stipulation requiring notice 
to be filed within a given time. The contrary, however, was 
held in E. H. Emery & Co. vs. Wabash Railroad, 156 N. W. 600. 
In this case it was held that where a carrier’s agent inspected 
a damaged shipment and indorsed the result of the inspection 
on the freight receipt, and presumably delivered the receipt to 
higher officials, there was sufficient notice of claim in writing 
under the uniform bill of lading. 

The weight of authority is, however, that a notation as to 
loss or injury does not constitute a notice of claim as contem- 
plated by the bill of lading provisions. 

Tariff Interpretation—Application of Rule 41 of Classification 

Missouri.—Question: Referring to page 124, your issue of 
January 14, 1928, in answer to “Ohio,” regarding the application 
of rule 41. 

If your theory is correct will you please advise the necessity 
of publishing in the classification first class rating when second 
class rating, as you state, will apply, if the fiberboard box fully 
meets the requirements of rule 41? Further, we desire to know 
if the phrase in section 1 of this rule, first and second lines, 
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Uniteo Fruit Company 


re — oy 


| cc Steamship Service 


Regular Freight Sailings 


between 


New York, New Orleans, Boston 


and San Francisco 
and 
Havana and Santiago, Cuba; Jamaica, 
Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports 
of Mexico, Central and South America 


For rates and other information, address 


FREIGHT TRAFFIC DEPARTMENT 


433 California St. 17 Batt Place 321 St. Charles St. 
San Francisco, Cal. New York, ys , A New Gilenan, L ° 
Long Wharf 40 So. Dearborn St. 
Boston, Mass. beating Tl. 





Tso 


14 Gays fests Service by See 


NII Itinerary: New York—Havana—Panama 
S Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 


Through Bills,of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 


Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 





Proposed Sailing Dates 
Eastbound from 


Westbound from New York San Francisco—Los Angeles 
April 21 : : May 12 
S.S. California (new) jena 2 S.S. California (new)...}May 12 
i May 10 ss. Re June 2 
S.S. Mongolia.... }May 10 S.S. Mongolia i 3 
S.S. Manchuria ..... June 16 S.S. Manchuria..........July 7 


PANAMA Paciric LINE 


INTERNATIONAL eeays maine er COMPANY 


Pier 61 North River, N. Y. C. Broadway, Y. C. 
W. 23rd St.) Tel. Cheisea 6760 Tel Bowling yaw 8300 
icago, 180 N. Michigan Ave. Boston, 84 State Street 
Philadelphia, Public Ledger Bldg. Baltimore, mber 7. Commerce Bldg. 
San Francisco, 60 California St. Los Angeles, mtral Bldg. 





Mexico's Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 
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MEXICAN RAILWAY COMPANY 


W. WEST, General Freight and Passenger Agent 
Apartado No. 68 Bis, Mexico City ait 


W. F. PATON, General Agent 
Marquette Building, Chicago 82 Beaver Street, New York 
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“unless otherwise provided in separate description of articles” 
makes the reading of item 4, page 21, supplement 41, an excep- 
tion to the rule 41, and that this rule is not to be considered 
as interpreting the item. You will note that by referring to 
section 2, rule 41, that fiber boxes of a Mullen test of 200 or 
275 pounds, provides for a maximum weight of from 65 to 90 
pounds, respectively, against the maximum weight of 40 pounds 
in the item. This is possibly due to the fact that brooms ‘are 
very light weight and occupy as much space as other com- 
modities packed in fiberboard boxes that would reach the maxi- 
mum weight of 65 or 90 pounds. 


Further enlightenment on this item would be appreciated. 
Answer: Section 1 of rule 41, of the Consolidated Classifi- 
cation provides: 


Unless otherwise provided in separate descriptions of articles 

* * when the following requirements and specifications are com- 
plied with, ratings applying on articles in wooden boxes will also apply 
on the same articles in solid fiberboard or double-faced corrugated 
strawboard, chestnut or pine wood fiberboard boxes, with or without 
wooden frames, or in wirebound fiberboard boxes. 


Under the above quoted provisions of rule 41, the rating 
of second class in Official and first class in Southern and West- 
ern classification territories on “Brooms, in boxes or crates, 
L. C. L.,” would ordinarily apply on brooms, L. C. L., in fiber 
boxes. The question arises, however, as to whether the pub- 
lication of the first class rating on brooms, L. C. L., in fiber 
boxes of the requirements and dimensions specified in item 4, 
page 21, of supplement 41 to Consolidated Classification No. 4, 
removes the application of the provisions of section 1 of rule 
41, in connection with the ratings on “Brooms, in boxes or crates, 
L. C. L., referred to above. One view is that the publication 
of the first class rating on brooms, L. C. L., in fiber boxes, re- 
moves the application of section 1 of rule 41, in connection with 
the rating on “Brooms, in boxes or crates, L. C. L.,” in that a 
rating in fiber boxes is provided in the separate descriptions 
of articles, within the meaning of the exception carried in sec- 
tion 1 of rule 41. However, it is plain that, under this con- 
struction, no provision has been made for a penalty rating when 
the fiber boxes do not comply with the provisions of section 
2 of rule 41, for the reason that the portion of section 1 of 
rule 41, providing for the penalty rating on fiber boxes not 
complying with the requirements and specifications of section 
2 of rule 41, applies only where the ratings on articles in wooden 
boxes are used as a basis for ratings on articles in fiber boxes, 
as is provided for in the first portion of section 1 of rule 41. 

It is stated therein that the penalty is applicable only when 
“the requirements and specifications of this rule (rule 41) are 
not fully complied with,” and is, therefore, under its wording, 
not applicable to a rating in the separate descriptions of articles 
which carries its own requirements and specifications differing 
from those of section 2 of rule 41. In this connection, it is to 
be noted that section 2 of rule 41 does not provide for boxes 
of a dimension of 90 united inches, except boxes with wooden 
ends, as to which the Mullen test is greater than 200 or 275. 

If the rating on brooms, L. C. L., in fiber boxes, as carried 
in item 4, page 21, of supplement 41 to Consolidated Classifica- 
tion No. 4, is within the exception of section 1 of rule 41, and 
there is no penalty rating for articles in packages not com- 
plying with the provisions of the rating carried in item 4, page 
21, of supplement 41 to Consolidated Classification No. 4, there 
appears to be no basis for a rating, rule 5 not containing a 
basis for a rating on an article which is in a box_ complying 
with the specifications of the rating in all respects but that of 
weight of the contents. 

If, however, we take the view that in addition to the ratings 
carried in the separate descriptions of articles on brooms, 
L. C. L., in fiber boxes, there is a rating, under the provisions 
of section 1 of rule 41, on fiber boxes complying with the re- 
quirements and specifications of section 2 of rule 41, by reason 
of the rating on “Brooms, in boxes (wooden) or crates, L. C. L.,” 
being applicable to brooms, in fiber boxes, L. C. L., we have a 
basis for a rating on brooms, in fiber boxes, which do not com- 
ply in all respects with the specific rating in the separate de- 
scriptions of articles, or that provided for by section 1 of rule 
41, when applied to the rating on “Brooms, in boxes (wooden) 
or crates, L. C. L.” 

We are, upon further consideration of the matter, inclined 
to the view that the specific rating on brooms, L. C. L., in fiber 
boxes, carried in item 4, page 21, of supplement 41 to Consoli- 
dated Classification No. 4, is within the purview of the exception 
in section 1 of rule 41, and that as to shipments not conforming 
to the requirements and specifications of the rating immediately 
referred to above, there is no rating, and that, therefore, it 
is a matter for determination by the Commission as to what 
rates should be applied thereon. See Memphis Freight Bureau 
ve. &. C. 3. Ry. .Co., 17 1-¢C. C..ae 


Offsets and Counterclaim—Offsetting Overcharge Claims of 
Shipper with Undercharge Claims of Carrier 
Minnesota.—Question: A shipper files claim against a car- 
rier for a straight overcharge. The carrier admits the validity 
of claim, but instead of mailing the claimant the voucher for 
the amount of overcharge, the carrier notifies claimant that it 
is crediting that amount against an undercharge on another 
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shipment. It is our impression that each shipment should be 
handled and settled: individually, and, furthermore, we believe 
that at one time the Commission, in a conference ruling, stated 
that such a practice was not permissible either by carriers or 
by shippers. In Conference Ruling 323 the Commission states 
that it is without authority to pass upon this question, and we 
should like to have you advise if there have been any court 
rulings that would favor the shipper. 

We have had cases brought to our attention where the ship- 
per has refused to pay an undercharge on a shipment, stating 
that there was an overcharge due them on another shipment, 
and the carriers very insistently claimed that one transaction 
could not be used to offset a discrepancy on another, and we 
believe it is a very poor rule that will not work as favorably 
to the shippers as to the carrier. 

Answer: We can locate no decisions of the courts in which 
the question of whether or not an undercharge claim of the 
carrier may be offset against an overcharge claim of the shipper. 
There are cases involving the question of whether a carrier’s 
claim for undercharge may be offset by a loss or damage claim 
of the shipper, the decisions of the courts not being uniform. 
See Price vs. N. Y. C. & St. L., 300 S. W. 373; St. L.-S. F. Rail- 
way Co. vs. Morgan, 297 S. W. 717; Hoopes & Son vs. Ill. Cent., 
233 Fed. 135; The Asuarca, 13 Fed. (2d) 222. In Dalzeil vs. 
Oregon-Washington R. & N. Co., 219 N. Y. S. 727, it was held that 
the initial carrier may interpose a set-off belonging to the 
delivering carrier against the claim of an insolvent shipper aris- 
ing under the Carmack Amendment to the Interstate Commerce 
Act, against the initial carrier for damages to a shipment 
caused by the delivering carrier. 

Mileage Allowance—Tank Cars of Railroad Ownership 

Arkansas.—Question: Will you please advise whether or 
not mileage should be charged on tank cars leased by a railroad 
and bearing their reporting marks? 

The cars in question are in the service of a company fuel 
movement to the railroad of which the cars are marked. In 
other words, should road A pay road B, mileage on their tank 
cars moving over road A’s line containing road B’s com- 
pany fuel? 

Any authority as to whether this mileage should be paid 
or should not be paid will be appreciated. 


Answer: We do not locate a case directly in point. 

Item 88 of Jones I. C. C. 1677, covering mileage allowances 
on tank cars of private ownership, does not define the term 
“private ownership,” as Item 1 of said tariff does as to other than 
tank cars. Nor do we find an authoritative interpretation of 
that phrase elsewhere. However, it is our view that the term 
does not include cars owned or leased by another common 
carrier railroad, as in the case of road B. Consequently, we 
do not think the mileage basis under the tariff in question is 
applicable. 

Ordinarily, the per diem system is used as the basis for 
charges by the carriers for the use of each others cars. In 
this connection, we note you are not a subscriber to the per 
diem rules promulgated by the American Railway Association, 
according to Conard’s Equipment Register, I. C. C. 187. How- 
ever, see the Commission’s decision in Marcellus & Otisco Co. 
vs. N. Y. C. R. R., 104 I. C. C. 389. 

This case contains an interesting discussion of per diem. 
The short line involved was not a member of the per diem 
agreement and claimed that the charges assessed were un- 
reasonable. The Commission held otherwise, however, and at 
page 391 said: 


Of approximately 1,200 railroads in the United States, 732 are sub- 
scribers, and the balance are not subscribers to the per diem rules. 
The non-subscriber lines include tap lines, industrial switching lines, 
and a number of short line railroads, including complainant. In order 
to provide a uniform method for the settlement of car hire with these 
non-subscriber roads per diem rule 6 was adopted as follows: 

“‘(a) In case a subscriber delivers a car of any subscriber to 4 
non-subscriber, it shall be responsible to the owner for the per diem 
aceruing on the car while on such non-subscriber road. The owner 
will accept settlement for the use of the car only from the delivering 
subscriber, which shall make settlement with the non-subscriber in 
accordance with paragraph (b) of this rule. 

“(b) Subscriber roads shall make settlement with their non-sub- 
scriber common carrier connections (other than roads which have 
been declared industrial common carriers) at the established per diem 
rate without any free time allowance and without reclaim.” 

In closing, at page 392 of this decision, it was held: 

Upon this record we find that defendant’s practice of requiring 
complainant to pay for the use or detention of foreign freight cars 
while on complainant’s line at the current per diem rate, without 


allowance of free time, is not shown to have been or to be unjust, 
unreasonable, or otherwise unlawful. The complaint will be dismissed. 


Accordingly, we believe per diem Rule 6 applies and not the 
mileage basis. In this connection it would seem, therefore, that 
it would be to your advantage to become a subscriber to the per 
diem agreement. 

Liability of Carrier for Concealed Loss or Damage as to !m- 
ported Goods 

Nebraska.—Question: Please advise to what extent, if any, 
an express company is liable on damages resulting in a ship- 
ment moving from a port of entry to an inland town. 

The shipment was made by a broker and shipped in the 
original carton in which it was packed overseas. 

The express company declined to entertain the claim stating 


it 








jiring 

cars 
thout 
ijust, 
issed. 
t the 

that 
> per 


. Im. 


any, 
ship- 


. the 













THE TRAFFIC WORLD 


LEONARD’S GUIDE 


April 14, 1928 





Southern Steamship Company 
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From Philadelphia. ..Wednesdays and Saturdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
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All in One Book! 
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Why? 

Because we save our subscribers money 


Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 
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they are not liable for any damages occurring on an import 
shipment. 

Answer: Where goods delivered to a carrier for transporta- 
tion have had a prior transportation, this fact alone will not 
relieve the carrier from liability for the full amount of the 
damage. 

Necessarily, however, this fact does increase the difficulty of 
showing that the freight at the time it was delivered ‘to the 
carrier for transportation was in good condition, the burden of 
proof of which fact is upon the shipper. This for the reason 
that the shipper does not, owing to the fact that the goods 
have not been unpacked subsequent.to their transportation to 
the point of shipment via the rail carrier, have positive knowl- 
edge of their condition at the time they are delivered to the rail 
carrier and can only show’this by evidence as to the.condition 
of the packages, etc., and their care after having been delivered 
by the carrier which transported them to the point from which 
they are subsequently reshipped. 

The statement in the bill of lading that goods were received 
in apparent good condition is prima facie evidence only as to 
that fact, and not that the goods were actually in good condi- 
tion at the time they were delivered to the carrier for trans- 
portation. That is, such a statement relates-only to external con- 
ditions, and does not make out.a prima facie case against the 
carrier with reference to damage not apparent. The recital 


of good condition, or apparently good condition, does, however, 
make out a prima facie case against the carrier that the goods 
were in apparently good condition so far as ordinary inspection 
without opening the package would disclose, the burden of proof 
being on the carrier to show that the goods were not in such 
apparently good condition when received by it for transportation. 





Digest of New Complaints 


No. 20456. Sub. No. 1. Christian Feigenspan, Newark, N. J., vs. Cen- 
tral of New Jersey. 7 

Unreasonable rate and charges on German anthracite briquettes 
transshipped at Jersey City to cars for movement to Newark, N. 
J. Asks reparation. 

No. 20860. Arkansas Fuel Oil Co., Pittsburgh, Pa., vs. Santa Fe et al. 

Unreasonable rates and charges on well drilling machines from 
Chanute, Kan., to Brownwood, “Tex. Asks reparation. 

No. 20639. Sub..No. 2. E. P. Bartlett & Co. et al., Chicago, IIl., vs. 
NW. x. C.. ot al. 

Rates in violation of sections 1, 2 and 3 of the act, on damaged 
or defective sheet iron or steel from points in Official Classifica- 
tion territory to Chicago and Chicago group points. Asks rates 
for future and reparation. 

No. 20743. Sub. No. 1. Widwest Wool Trade Association, Chicago, II., 
vs. Aberdeen & Rockfish et al. 

Unreasonable rates and charges on wool from points in western 
states to Chicago, St. Louis, Milwaukee, Kansas City and other 
points, stored in transit, graded, sorted and repacked in sacks, 
and then reshipped to points in eastern states. Asks rates for 
future and reparation. 

- 20850. St. Regis Paper Co. et al., Watertown, N. Y., vs. Ann 
Arbor et al. 

Rates in violation of sections 1 and 3 of the act, on clay from 
points in Georgia and South Carolina to points in New York. 
Asks rates for future and reparation. 

No. 20851. Mike Palmisano, Wapakoneta, O., vs. B. & O. et al. 

Rates in violation of first four sections of the act, on potatoes 
from Camden, N. C., to Wapakoneta, O. Asks rates for future and 
reparation. 

20852. City of Newport News, Va., vs. Aberdeen & Rockfish et al. 

Complaint brings into issue reasonableness and unduly preju- 
dicial character of any and all class and commodity rates between 
Newport News, Va., and points in Southern territory, not within 
150 miles of Norfolk, Va., which are higher than the rates con- 
temporaneously maintained between Norfolk and the same points. 
Asks rates for future. 

20853. Northwestern Potato Exchange, Inc., et al., Arnegard, N. 
D., vs. Arkansas Harbor Terminal et al. 

Unreasonable rates on potatoes from points in Divide, Williams 
and McKenzie counties, N. D., to points in Kansas, Oklahoma, 
Texas, Louisiana, Arkansas and Missouri.. Asks rates for future 
and reparation. = 
No. ——n oe Concrete Metal Forms Corporation, Atlanta, Ga., 

vs. A 

Unreasonable rate and charges on steel floor arches from Frank- 
lin, Ky., to Nashville, Tenn. Asks reparation. 

No. 20855. Oklahoma Portland Cement Co., Denver, Colo., vs. M.-K.-T. 
of Texas et al. 


No. 


NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponéments announced too late to show the change in 
this Docket will be noted elsewhere. 


April 14—Washington, D. C.—Exaniiner Binkley: 
20244—Miller Bros. 101 Ranch et al. vs. A. T. & S. 
April 16—Kansas City, Mo.—Examiner Hagerty: 
1. & S. 3062—Grain and related articles between points in Kansas, 
Nebraska, Oklahoma and Texas. 
April 16—Charleston, W. Va.—Examiner. Johnston: 
19959—West Virginia Brick Co. vs. A. & R. R. R. et al. 
19955—West Virginia Brick Co. et al. vs. Hocking Valley Ry. et al. 


F. Ry. et al. 
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Unreasonable rates on cement from Ada, Okla., to Nocona, Tex. 
Asks reparation. 





No. 20856. Blanchard Lumber Co. et al., East Medford, Mass., ys, 
Boston & Maine. : 

Complainants ask order requiring Boston & Maine to include 
complainants’ plants on the Medford branch of defendant within 
the Boston switching limits and to give them the equality jn 
treatment in rates, charges and practices guaranteed to them 
under the act. 

No. 20857. Simmons Co., New York, N. Y., vs. C. & N. W. et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on furniture from Kenosha, Wis., to points in Oklahoma and 
Texas. Asks rates for future and reparation. 

No. 20858. Dodge-Davis Mfg. Co., Bristol, N. H., vs. Boston & Maine, 

Unreasonable and prejudicial rates on wool waste, shoddy, 
scoured wool and wool in the grease from Boston, Mass., to Bris. 
tol, N. H. Asks rates for future and reparation. 

No. 20859. The R. W. Walker Lumber Co. et al., Salisbury, N. C., vs, 
Seaboard Air Line et al. 

Charges in violation of sections 1 and 4 of the act, on logs 
(except walnut, cedar, cherry and mahogany) from Lugoff, S. C,, 
to Salisbury, N. C. Asks rates for future and reparation. 

No. 20860. Sub. No. 1. Same vs. I. & G. N. et al. : 

Same complaint and prayer as to oil well pipe from Bedias, Tex, 
to Pleasant Hill, La. 

No. 20861. Bogota Paper & Board Co., Inc., Bogota, N. J., vs. New 


York, Susquehanna & Western et al. . 
Unreasonable rate and charges on wood pulp from Baltimore, 
Md., to Bogota, N. J. Asks reparation. 


LOCATION OF CARS 

The percentage of home cars on home roads, Class I, as of 
March 15, was 70.3, according to the semi-monthly bulletin of 
the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
61.1; refrigerator, 75.4; coal and coke, 76.7; stock, 87.5; flat, 
79.6; tanks and others, 94.8. By districts the percentages for 
all classes of equipment were as follows: Eastern, 62.6; Al 
legheny, 78.7; Pocahontas, 63.3; Southern, 69.5; Western, 72.1. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of March 15, showed the 
following: Eastern district, 98.4 as against 99.8 a year ago; 
Allegheny, 100.4 as against 100.3 a year ago; Pocahontas, 75.9 as 
against 76.8 a year ago; Southern, 98.1 as against 99 a year ago; 
Western, 96.9 as against 97.6 a year ago; all districts, 97.2 as 
against 97.9 a year ago; Canadian roads, 99.1 as against 95.8 a 
year ago. . 


SOUTH SHORE LINE SOUTH BEND STATION 


Growth of South Shore Line freight business at South Bend 
has necessitated the addition of a sixty-foot platform to the 
new receiving and shipping station at 319 East La Salle street, 
which has been in operation only about a month. Addition 
plans call for a steel structure 20x60x14, running north from 
the north end of the present 90-foot platform, with a ten-foot 
double canopy, and cinder drive as at present. The new part 
will be built with open side walls, as distinguished from the 
door-inclosed original structure. Floor space will be enlarged 
from 1,800 to 3,000 square feet. Grading has been finished and 
work on the addition will start probably Monday, looking toward 
completion within three weeks. 


RAIL ACCIDENTS IN 1927 

Ten passengers were killed and 1,511 injured in 1927 in 
train collisions and derailments, as against 79 killed and 1,829 
injured in 1926, according to a summary of accidents reported 
by steam railways for the twelve months ended with December, 
1927, compiled by the bureau of statistics of the Commission. 

As the result of collisions, derailments, locomotive-boiler 
accidents, other locomotive accidents and miscellaneous acci- 
dents, a total of 286 persons were killed in 1927, as against 
360 in 1926, and the injured totaled 3,072 in 1927, as against 
3,916 in 1926. 

In train-service accidents, there were 6,267 persons killed 
and 39,548 persons injured in 1927, as against 6,329 killed and 
45,733 .injured in 1926. 

The totals for train and train-service accidents were as 
follows: 1927, 6,553 killed and 42,620 injured; 1926, 6,689 killed 
and 49,649 injured. 

Total casualties at highway grade crossings were reported 
as follows: 1927, 2,371 persons killed and 6,613 injured; 1926, 
2,491 killed and 6,991 injured. 


April 16—Oklahoma City, Okla.—Examiner Clifford: 
16200—Oklahoma Traffic Assn. et al. vs. A. & V. Ry. et al. 

April 16—Washington, D. C.—Examiners Marchand and Brinkley: 
Valuation No. 863—In re tentative valuation of the property of the 

G. H. & 8S. A. Ry. 

No. 701—In re Iberia & Vermilion R. R. 

No. 728—In re Houston & Shreveport R. R. 

No. 750—Direct Navigation Co. 

No. 756—Texas & New Orleans R. R. 

No. 804—Houston & Texas Central R. R. 

No. 842—Houston East & West Texas Ry. 

No. 854—El Paso Union Passenger Depot Co. tae 

No. 883—Morgan’s Louisiana & Texas R. R. & S. S. (0 


Valuation 
Valuation 
Valuation 
Valuation 
Valuation 
Valuation 
Valuation 
Valuation 
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C& A a WAREHOUSE Co. 


Connection with tunnel 
service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicage 


=; RICHMOND, VA. 


sodas at eens | |! PANAMA MAIL S. S. CO. 


of General Merchandise Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
Frem SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 


BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 


Pool Car Distribution Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 








A 175,000 Square Feet Floor Space 
y Ag Southern R. R. Siding. 25c Ins. Rate 


Virginia Bonded Warehouse Corp. EASTBOUND SAILINGS 
1709 East Cary Street From San Francisco From Los Angeles 
S. S$. COLOMBIA............... April 1 ad * 
S. S. VENEZUELA............... May 3 
S. B. BOUADOR .... .cccccccccces May 26 Ma? 28 
(Oa 11 O@74Ne18@) Alse regular sail for Mazatlan Gmperion, Sen Sane Se 
Guatemala, Acajutla, Libertad, La Union, Cerinte, Amapala, 


Puntarenas, San Juan del Sur, Balbea and Cristebal (Panama) and 


10S. STOCKTON TRANSFER CO. | iue=—=eeoenaenennrranei 


transcon 
STREET via San Francisco and Los ee a oS 


ESTABLISHED 1857 West Mexican and o<orncrs—— ports, 
TEAMING — MOTOR TRUCKING — CARLOAD 35@ Marquette Bidg., aan oe See. Pupacinne, St 
DISTRIBUTING 10 Hanever S¢., New York, ie sis 8. Boring 


JACKSONVILLE, FLA. ST. nt nn — THE 49TH state — MO. 


WIESENFELD WAREHOUSE COMPANY 


General Merchandise Storage and Distribution 
Prompt and Intelligent Service 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 







Storers, Distributors 
and 


Forwarders 












of 
General Merchandise 
Pool Car Distribution 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. Intelligent Service 
ST. JOSEPH, vereannia 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 


NEW TEX LINE 


Differential Rates 
WEEKLY SERVICE TO 
Brunswick, Ga., and Houston, Texas 


From Pier 1, North River, New York, Saturday 
Pennsylvania Pier 4, Canton (Baltimore), Maryland, Monday sen 
A Band C Terminal, Brunswick, Ga., Thursday. 


For information apply to 


New England, New York & Texas 
Steamship Corporation 
33 Rector Street, NEW YORK, N. Y. 
Guten Eachenge _Buliding N. Emanuel & a aie 
Dallas National Bank Building 
Dallas, Texas 








LR Eke een 








ATLANTA 
GEORGIA 


The Heart of the 
Best Trade 
Territory 
In the South 


MERCHANDISE STORAGE 
AND POOL CAR DISTRIBUTION 


Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


DISTRIBUTION WAREHOUSE == ESHEETS 


ST. LOUIS COTTON COMPRESS CO. S22: eeSare 


a regular storage basis. Traffic information fur- 
pe ad on request. 


East St. Louis, Illinois Addreu Hoos 07 oseal Commerce rast Balding 





A. L. Richardson, Manager 
515 American Bidg., Baltimore, Md. 
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Valuation No. 923—Southern Pacific Terminal Co. 
Valuation No. 784—Louisiana Western R. R. 
April 16—Argument at Washington, D. C.: 
15445—The McCormick Warehouse Co. vs. aan 
Fourth Section Applications Nos. 12628, 1308" ane  oot—Rates 
from Eastern Territory to ao. a in Minn., Ia., and 
Ill. higher than to Twin Cities Rate poin 


April 16—Los fuses Calif.—Examiner MoGrath: 
20368 (and Sub. 1)—Leslie 8S. Bowdon, as Trustee for or. Estate 
of —— Cotton and Finance Corp., Bankrupt, vs. Sou. Pac. Co. 


et al. 

20121—Benjamin Clayton et al. vs. Arizona a = * et al. 

20400—Globe Cotton Oil Mills et al. vs. A. E. R. R. 

5 Cottonseed Products Corp. et 4, "vs. Mie calit. Ry. 
eta 


April 16—Cincinnati, O.—Examiner Hosmer: 

*1. & S. 3048 (ist’ Se  S order)—Hay, straw, excelsior and 
other commodities tween I. F. A., C. F. A., Eastern and New 
es Trunk Line territories and southern pts. 

1. S 3048—Hay, Straw, Excelsior and other commodities between 
ah F. A., Cent. F. A., Bastern and New England, Trunk Line 
Territories and Southern Points. 

April we oe City, Mo.—Examiner Hagerty: 

1. & S. 373—Grain ona grain products from Kansas to Arkansas, 
Kansas and Missour 

20132 (and Sub. Ty Rodney Milling Co. vs. St. L.-S. F. Ry. et al. 


April 17—Charleston, W. Va.-—-Examiner —— 
20261—Fletcher Enamel Co. et al. vs. B. & O. 


April 17—Los Angeles, Calif.—Examiner db dhotn 
20593—-Los Angeles Soap Co. vs. A. T. & S. F. Ry. et al. 


April 17—Denver, Colo.—Examiner Jewell: 
20716—Northwestern Terra Cotta Co., successors to the Denver 
Terra Gotta Co., et al. vs. C. B. & Q. R. R. et al. 


aore 17—Washington, D. C.—Director Bartel and Special Examiner 
ogers 
17936—In_ re Refrigeration Charges on fruits, vegetables, berries 
and melons from the south (further hearing). 
a 2 17—Argument at Washington, D. C.: 
19799—-The Middle Creek Coal Co. et al. vs..B. & O. R. et al. 
16570—Joint _ a of the International Apple A ‘Assn. et al. 
vs. N. Y. H. & H. R. R. et al. 
1. & S. 2367 —1cing of perishable commodities at points on the N. 
¥. SH... B.. e. 


April ‘alana Jewell: 
19884—-Beatrice Creamery Co. vs. A. T. & S. F. Ry. et al. 


April ig ong City, Mo.—Public Service Commission of Kansas: 

Finance No. 6598—Joint Application of St. Louis-San Francisco Ry. 
and Kansas City, Clinton & Springfield Ry. Co. for authority to 
abandon operation of a portion of a line of railroad in Johnson 
county, Kans., and Jackson and Cass counties, Mo. 


age 18—Kansas City, Mo.—Examiner Hagerty: 
& Ss. 3074 Fabrication in transit of iron and steel articles at 
* Kansas City, Mo. 

April 18—Richmond, Va.—Examiner Davis: 

Finance No. 6706—A pplication Prince ee & Chesterfield Railway 
for authority to re eg yy line of railroad in Chesterfield and 
Prince Geor, counties, 

Finance No. 1 Appli¢ation Seaboard Air Line for authority to 
acquire control of Prince George and Chesterfield Railway by 
purchase of capital stock and to lease the railroad proposed to be 
constructed by that company. 


April 18—Argument at Washington, D. C.: 
17922—Carolina Bagging Co. vs. S. A. L. Ry. et ¢- 
18650—Peninsula Produce Exchange vs. Pe ee R. et al. - 
18732—Andrews Bros. et al. vs. Penna. R. R. et 7 
19500—George L. Collins Co. et al. vs. Penna. R. R. et al. 


April le Angeles, Calif.—Examiner McGrath: 
20373—J. Gibbs and J. M. Gibbs, Jr., as rs ke oteg be ae 
ness as rao under the firm name and style of J 
Co., vs. Pac. Elec. Ry. et al. 
April 19—Kansas City, Mo.—Examiner Hagert 
1. & S. 3063—Restriction in the territorial limits of Kansas City, Mo.- 
Kans., Switching district. 


April 19—Anthony, Kans.—Examiner Clifford 
20401 (and Sub. 1)—Anthony Salt Co. vs. ‘A. V. I. Ry. et al. 
April 19—Los Angeles, Calif.—Examiner McGrath: 
16542 (and nm 1 to 7, incl.)—California Dressed Beef Co. et al. 
vs. A. T. & S. F. Ry. et al. (further hearing). 


April 49—Indianapolis, Ind.—Examiner Johnston: 
20313—Evans Milling Co. vs. B. & O. R. R. et al. 


woe 19—Argument at Washington, D. C.: 
16248—Indiana Coke & Gas Co. vs. A. & W. Ry. et al. 
16611—-Citizens’ Gas Co. A Indianapoliis vs. A. C. Ry. et al. 
19363—Milwaukee Coke and Gas Co. vs. A. & W. 
19378—Zenith Furnace Co. vs. A. C. & or B. Ry. et al. 
19387—Chicago By-Product Coke Co. vs. & W. Ry. et al. 
19403—By-Products Coke Corp. vs. A. & W. Ry. et al. 


April 20—Washington, D. C.—Examiner Molster: 
* Finance No. 6809—Application of Pennsylvania R. R. for authority 
to acquire control of the Columbus & Xenia R. R. by purchase of 
capital stock. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Accountant, 41 years of age, married, sev- 
eral years’ experience as examiner for Interstate Commerce Commis- 
sion, would like to get in touch with railroad in the southwest or on 
Pacific Coast in need of auditor or accountant — of taking com- 
plete charge of accounting department. Address E. E. M. 98, care 
Traffic World, Chicago, Ill. 


POSITION WANTED—General traffic manager with unquestion- 
able references and 25 years’ experience, desires new connection; 
familiar with all phases traffic work; believes in value of close co- 
operation with sales department. At present has supervision over 
plants located in all rate territories. Confidential interview would 
appreciated. Address R. E. E. 96, care Traffic World, Chicago, Ill. 


. R. et al. 
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FOR SALE—One “Wetzel” drop front tariff file, slightly used, 
ot. _ price $75. Address Mutual Creamery Company, Los Angeles, 
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April 20—Washington, D. C.—Examiner Binkley 
20392—The Atlas Portland Cement Co. vs. Santis Ry. 


April 20—Argument at Washington, D. C.: 
* Valuation No. 1066—In re tentative valuation of the property of the 
Toledo Terminal R. 
17567—Dallas Cotton Exchange et al. vs. A. & S. By... et al. 
bee > eg Alfalfa Growers’ Assn. et al. vs. A. T. & S. F. Ry, 


et al. 
20470—Ballow & Price vs. A. T. & S. F. Ry. et al. 


April 20—Indianapolis, Ind.—Examiner Johnston: 
20554—Swayne, Robinson & Co. vs. Penna. R. R. et al. 


et 21—Indianapolis, Ind.—Examiner Johnston: 
S. 3077—Grain and grain products from put in Ind., Mich, 
“and Ohio to St. Louis, Mo., and East St. Lou 1. 


rae 21—Wichita, Kans. —-Hzaminer —— 
18196—The Geis-White Grain Co. vs. A. T. & S. F. Ry. et al. 


aes 2i—Argument at Washington, D. C.: 
19536—Independent Fruit Co. et al. me C. & A. 2. R. et al. 
18693—Standard Gypsum Co. vs. Un. Pac. R. R. et al. 
18909—Pacific — Cement Co., Consolidated. vs. Western Pa- 
cific R. R. et al. 
* ar. eo 902—In re valuation of the property of the N. Y. C. & 
* Valuation No. on re L. E. & W. R. R. et al. 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Penn. System Telephone Harrison 3486) 


Works : 
Hegewisch, illinois} EM -. a38.B. CHICAGO, ILL. 
TANK CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 


Chicago’s and Kansas City’s Most Modern Warehouses 


MERCHANDISE STORAGE and 


100 Czrioatd. “POOL CAR DISTRIBUTION 
Crooks TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


TERMINAL 


SBU/LOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 





WASHINGTON, D. C. 
When in Washington, Eat Well Seasoned, Home Cooked Food at 


THE AVENUE CROWN 


Across the Street from I. C. C. BLDG. 


en  * we 1727 Penna. Avenue N. W. 
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DECATURGILLINOIS = Cricaco or Sr louis 
DISTRIBUTION 4~c WAREHOUSING 








MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-480 S. MARKET S8T. 
Phone, Main 3840 Telephone State 8635 
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**The Service That Is Different’’ 


= UN AVERSAL- 
With You 


economical shipping—prompt- 
ness of delivery—expertness in 
handling and freedom from 
damage may well be synony- 
mous with UNIVERSAL 
TRANSCONTINENTAL 
FREIGHT SERVICE. We 
assist you in handling the 
most difficult or trying traffic 
problems. Nothing too large 
or too small. Perhaps we can 
relieve you of some arduous 
routine right now. Thirty 
years’ experience enables us to 
provide that worthwhile per- 
sonal attention to your ownin- 
dividual problem which makes 
UNIVERSAL TRANS- 
CONTINENTAL FREIGHT 
SERVICE always better and 
different. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 
Operated by 


UNIVERSAL CARLOADING 
& DISTRIBUTING COMPANY 


Offices in All Principal Cities 





Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 


— EET 
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js) the Belt Railway Company 
of Chicago 


That portion of the Chicago Switching Dis- 
trict directly served by The Belt Railway 
Company of Chicago is rapidly becoming 


industrially occupied. 


WHY ? 


Character of B. R. C. Service 


All traffic safely and expeditiously 
handled 


Readily accessible desirable 
industrial locations 


We welcome opportunity to submit a survey of desirable 
industrial locations served by 


THE BELT RAILWAY COMPANY OF CHICAGO 
INDUSTRIAL DEPARTMENT 
Phones Harrison 9629-2600 DEARBORN STATION, CHICAGO, ILL. 
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Manufacturing Sites and Buildings 
| CHICAGO DISTRICT 


AT LOW RENTALS 


ae Fate 
‘ : 


LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
| _ Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 








THE TRAFFIC WORLD 


Strategic Points of Operation 
"For Shippers and Seerllaees 







s- 


i BUFFALO 


~ oN 


At Your Pe. 
Finger Tips ; 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits”. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 


W. B. McKINNEY, Sec’y and Treas. 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’! Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V. P. & Gen’l Manager 
17 State Street, New York 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’| Manager & Treas. 
10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, INC. 
oore, Manager 
Norfolk, Va. 
KEYSTONE WAREHOUSE CoO. 
W. S. Bishop, Gen’1 Manager 
Seneca and Hamburg Streets, Buffalo, N. Y. 
MERCHANTS’ banana ag Co. 


Snowden Henry, Sup 
10 Chestnut Street, Philadelphia 











RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 









The CHAINof TIDEWATER _ os 


Vi ZA 


and ALLIED INLAND WAREHOUSES _ 


HARVEY C.MILLER President 
COMMERCIAL TRUST BLDG.PHILA.PA. 
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LACKA WANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


Tt FROM , 


\\\\ ee 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


~ 
\ 
4 
Y 
7 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 

- via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 


Sun Francie A oe all mation to customers. 
e 


TRANSFER 


Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 


*First Morning from New York Piers and Hoboken Cily. 


The foregoing diagram has proved of ines- facilitation of tracing; prompt turnover of 
timable value to the Trade, showing as it does investment. 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


. If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 

Advantages: Quick service, advance informa- the Lackawanna will consider inauguration of 
tion to agents concerning location of shipments, through merchandise car therefor. 


ST. 
LACKAWANNA AGENCIES PAUL a sinitiats 
DETROIT NEWARK SAN FRANCISCO 
Ist National Bank Bidg. 786 Broad Street 823 Monadnock Bldg. 
EASTON, PA. NEW HAVEN SCRANTON 
402 Northampten Street 39 Church Street Lackawanna Station 


NEW YORK CITY SEATTLE 
302 Broadway 1312 L. C. Smith Bldg. 
CHICAGO SAS CITY PHILADELPHIA SYRACUSE 
111 West Jackson Blvd. 1302 Finance Building Lackawanna Statien 
CINCINNATI EE PITTSBURGH TOLEDO 
4th National Bank Bldg. Majestic 503 Park Building 1404 2nd Natienal Bank Bldg. 
TOR 


CLEVELAND ST. LOUIS ONTO 
310 Park Building Me 112 North 4th Street 1602 Royal Bank Bidg. 
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THE REDWOOD LINE 


Gulf-Pacific Coast Cargo Service 





A DEPENDABLE COMPANY 


CHICAGO BIRMINGHAM 


R. F. Thompson H. B. Rox 
901, 11 So. La Salle St. 201 Brokers Bldg. 
Phone Central 4645 Phone 4-4362 


MODERN ALL-STEEL SHIPS 
IN FORTNIGHTLY SERVICE 


BETWEEN 


GULFPORT, MOBILE, NEW ORLEANS 


AND 


LOS ANGELES HARBOR AND 
SAN FRANCISCO BAY POINTS 


ALL CARGO CAN BE STOWED 
UNDER AND BETWEEN DECKS 


ST. LOUIS MOBILE 
Fred D. Royce Munson §.S. Lines 
1684 Arcade Bldg. Pier 8, M. & O. Docks 
Phone GArfield 2287 GULFPORT Phone 4097 
The Redwood Line 
G. & S. I. Bldg. 


Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CoO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Lawrence Terminal 1110 Lane Mortgage Bldg. 
215 Market St. 1 Jefferson St. 208 West Eighth St. 


Offices also in Portland, Seattle and Tacoma 


REDWOOD LINE, Inc. 


General and Local Offices Located: 
1421 New Orleans Bank Building . - NEW ORLEANS 
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Great Northern 


“A Dependable Railway” 


--A Reputation Justly Earned Because Its Speedy and 
Dependable Freight and Passenger Service Between 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland, Seattle, 
Tacoma and Intermediate Points 


is made possible by competent crews 
operating First-Class Equipment, Perfect 
Roadbed, Automatic Electric Block Sig- 
nals, Modern Motive Power, Including 
Oil-Burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 
New Oriental Limited | 
A train of extra quality but no extra fare 


Daily between Chicago and the Pacific Northwest 


G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 





T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


(reat Northern Railway 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once , 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January Ist, 1928. 


No printed tariffs can be issued, but L M S American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 


For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Trafic Manager in America 
LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, New Yorx City 
Tel. Bowling Green 4260 
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The rich trading zone 
embraced in what is 
known as the Detroit 
trading area is ade- 
quately served both 
locally and regionally 
by the Grand Trunk 
Terminal of Continen- 
tal Terminals, Inc. 


2 
The Cleveland trading 


zone embracing the 
largest industrial area 
in the United States is 
served by The Distri- 
bution Terminal of 
Continental Termi- 
nals, Inc. 


3- 


The Central Railway 
Terminal unit of Con- 
tinental Terminals, 
Inc., serves locally and 
regionally the city of 
Albanyand thetrading 
area of which it is the 
centre. 





4. 


The Grand Trunk 
Terminal at De- 
troit, The Distri- 
bution Terminal 
at Cleveland and 
the Central Rail- 
way Terminal at 
Albany, as units of 
Continental Ter- 
minals, Inc. serve, 
as storage-in-tran- 
sit and trans-ship- 
ping points, the 
richest, most popu- 
lous territory of the 
United States. 


HE site of each Continental Terminal warehouse was 
determined bya trade and transportation survey. Each 


unit was located at a primary centre of distribution to 
serve, locally and regionally, the richest trading zones, 
and as storage-in-transit points, the largest, wealthiest, 
most densely populated territory in America. 


Continental Terminals, Inc., offer 
every facility known to modern 
distribution granting “The Service as 

You Expect” from preliminary tobe 


Cc 


CONTINENTAL TERMINALS, Inc. | 
67 WALL STREET, NEW YORK 






distribution plan and merchan- 
dising assistance to the final dis- 
position of your product in the 
country’s best markets. 





CONTINENTAL 
TERMINAL‘ 














Railway Exchange Bldg. 


INDIANAPOLIS 
Merchants Bank Bldg. 
@ KANSAS CITY 


@ 


Majestic Bldg. 
Manzana de Gomez 


@ DETROIT 
@ HAVANA 


Hippodrome Bldg. 


@® DENVER 
Boston Bldg. 


® CLEVELAND 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


® CHICAGO—FREIGHT DEPT. 
@® CHICAGO PASSENGER 


Ellicott Square Bldg. 
@® CINCINNATI 
Dixie Terminal 


® BUFFALO 


Woodward Bidg. 
Old South Bldg. 


® BOSTON 


® BIRMINGHAM 


209 Morris Bldg. 


Healey Bidg. 


@® ATLANTA 
BALTIMORE 


@ 
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Where they reach 








Southdown Dairy, Houma, La. Each Cow Shown Here in A. R. O. Class 


DAIRYING IN LOUISIANA 


of the word. It is the gateway to prosperity. The 

State of Louisiana offers splendid opportunities 

for profitable dairy. farming. The development of this 

industry on an extensive scale awaits the influx of 

people who understand the handling of stock and pro- 
duction and proper handling of dairy products. 

The long growing season and mild winters make it 

possible to let the cattle do quite a bit of harvesting of 


| tac is diversified farming in the truest sense 


forage crops. Climate and soil conditions are ideal 
for economical dairy production and there has already 
been developed a sufficient number of high-class dairy 
herds to accelerate the movements for more creameries 
and ice cream factories. The prime requisites for suc- 
cessful dairying are, first: good cows; second, proper 
feeding; third, proper management; fourth, sensible 
marketing. Southern Pacific is always ready to haul 
Louisiana's products to the markets of the world. 


Write, telegraph or 'phone 
® ‘“‘General Agent, Southern Pacific Lines’’ ® 


SOUTHERN PAciric LINES 


The Postman Knows Him 
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